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INDICTMENTS p can comments editorially range surrounding their return circuits and upon whom 


on the indictment of the New 
- Haven directors as follows: “The time when the dead 
past will be permitted to bury its dead in the matter of 
criminal conspiracy to monopolize commerce seems far 
away.” This puts in a graphic and figurative manner 
a fact which puzzles railway managers and others and 
worries them too, namely, that the federal administra- 
tion seems disposed to hold all directors during the 
period when the consolidations were effected as responsi- 
ble for the alleged extra-statutory acts committed. The 
inquisitorial dragnet includes not only those who were 
directors during all or most of the period under con- 
sideration, but such men as Theodore N. Vail, Edward 
Milligan and others who served only a short time under 
the old administration. Without going into the merits 
and demerits of the New Haven case, which have already 
been considered at length in the public press and will 
soon be rehearsed in much greater detail, it would seem 
that if the constituted authorities for many years did 
construe the consolidations effected by the New Haven 
Railroad as acts in restraint of trade, an effort to bring 
criminal charges on this basis now is little less than 
persecution. The public as a whole in the states affected 
feel the same way, if the result of the elections last week 
in New England and the East generally are any criterion 
of their sentiments. 


ELECTROLYSIS We take pleasure in printing a 
WITHOUT STRAY very unusual article in this issue 
CURRENTS 


of the ELECTRIC RAILWAY JouUR- 
~-NAL on the subject of electrolytic corrosion. This article 
is by E. H. Scofield, engineer of power and equipment, 
and L. A. Stenger, chemist of the Twin City lines. 
The authors were led to suspect that electrolysis might 
be caused by currents self-generated in pipes, their sus- 
picions having been aroused by apparent signs of such 
corrosion in localities where return currents from elec- 
tric railways could not possibly have existed. Having 
circumstantial evidence to confirm their suspicions they 
proceeded in a scientific manner to reproduce the ob- 
served results by simple and convincing experiments. 
These have covered a long period of time, and the elec- 
tric railway industry is fortunate in having available the 
data which have thus far been secured. The conclusions 
are entitled to great respect on account of the manner 
in which they have been obtained, and they will be the 
source of considerable comfort to many electric rail- 
way operators at whose doors have been laid the blame 


the public has been inclined to fasten the entire burden 
of introducing expensive corrective measures. The re- 
sults of the tests illustrate the importance of considering 
all aspects of a problem as complicated as that involved 
in pipe corrosion. We feel sure that the authors will feel 
repaid if the publication of the results of their work 
leads to constructive discussion of a complicated sub- 
ject. 


SPECIAL In a recent communication to this 
WORK paper from R. C. Cram, assistant 
STANDARDIZATION engineer of way and structures 
Brooklyn Rapid Transit Company, attention was di- 
rected to the lack of standard specifications for track 
special work. Mr. Cram suggested that a study of this 
subject should be conducted by a committee of the 
American Electric Railway Engineering Association. 
Our recent studies have impressed upon us most forcibly 
the need for such action, not only with the object of 
standardizing design, but also of enabling competing 
manufacturers to bid on the same character of material 
and design. At present railway engineers cannot com- 
pare bids because each manufacturer furnishes his own 
design, which may or may not be best adapted to the 
service conditions. Consequently, the order must be 
placed either on a price basis, or because a certain de- 
sign is favored, a state of affairs which must be very 
unsatisfactory to manufacturers and engineers alike. 
A committee which would prepare a set of specifications 


enabling them to obviate these difficulties would receive 


universal approval. Probably the most perplexing phase 
of the problem of standardizing track special work is 
the extent to which it can be carried without conflicting 
with local conditions or automatically exiling certain de- 
signs from the field of competition. We believe that 
the prevalent condition affords an excellent opportun- 
ity for constructive work without extending to the 
point where the standards could not be generally used. 
To accomplish the best results and at the same time to 
make such an analysis thorough, it seems proper that 
such a study should begin with the foundations and 
cover the size, spacing and arrangement of ties under 
typical layouts, from a simple turnout to a grand union. 
Even if the work of the committee for one year was 
confined to the foregoing suggestion, it would, no doubt, 
find a wide diversity of opinion and an abundance of 
data for analysis sufficient to warrant definite recom- 
mendations. 
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THE PUBLIC UTILITY DRAFT BILL 

This week has seen the culmination of three years’ 

work on the part of the National Civic Federation in 
the publication of its draft bill for the regulation of 
public utilities, which is abstracted elsewhere in this 
issue. In reality, from the time when in 1907 the com- 
mission on public ownership and operation issued its 
conclusion that effective regulation in this country was 
preferable to public ownership and. operation, the 
thoughts of the federation have been directed toward 
the question of what constitutes adequate regulation 
which would be fair alike to the investor, the operator 
and the public. In 1911, the increase in importance 
of the matter led to the formation of the department 
on regulation of public utilities and the selection there- 
by of the executive council of nine to prepare a tentative 
draft of a model public utility bill. The first two years 
of the committee’s activities were devoted to the com- 
pilation of data, now available in printed form, showing 
the composition, method of creation and precise powers 
of every public body charged with the regulation of 
public utilities in our various states. Having thus ob- 
tained a basis for intelligent study, the committee de- 
voted a year to the preparation of a model statute to be 
used as a basis for uniform legislation. 
' When tentatively drafted, the proposed bill was laid 
before those who it was thought were most competent to 
assist in reducing it to its final form, but the result 
served to emphasize fully the complicated and difficult 
nature of the problem involved. While of the more than 
300 sections of thé bill only sixty were criticised by 
anyone, yet the differences of opinion on these sixty 
points arising from different points of view on the 
part of federation members and others made it im- 
practicable for the federation to obtain any general con- 
cord on the subject. If the association had been a legis- 
lature, it would naturally have bent every effort to se- 
cure the judgment of the majority of its membership in 
regard to the bill. Under existing conditions, however, 
its only function is to publish the results of the investi- 
gation as they stand, with the hope that they will be 
useful in throwing various light upon the issues in- 
volved. 

A bill of this character is essentially a compromise 
measure, not representing in all probability the exact 
views of any single member of the council. Its chief 
value lies in the fact that it strikingly portrays the still 
very incomplete state of public utility legislation. Act- 
ually, there are as many radical variations in the legis- 
lative acts authorizing these commissions as there are 
states. This itself is not surprising when we consider 
the extent of the changes from former ideas of Ameri- 
can methods of government which are involved in com- 
mission regulation. It will probably take many years of 
painful experience before the proper status of the com- 
missions and the extent of the powers which should be 
committed to them will be even approximately deter- 
mined. 

When the investigation of the National Civic Federa- 
tion began, forty-three states had regulatory bodies, 
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although some of these bodies had very limited powers,, 
During the compilation of the draft bill a number of 
these states greatly increased the powers of their com- 
missions, notably Massachusetts, Illinois and Pennsyl- 
vania, and now only three states, Delaware, Wyoming 
and Utah, have no commissions. This suggests the 
question of the extent to which any standard bill drafted 
now will be adopted. It is difficult to satisfy oneself 
that the same differences in point of view that rendered 
it impracticable for the National Civic Federation to 
adopt a truly model bill will not prevent state legisla- 
tures also from adopting uniform regulatory practices. 
The tenacity with which existing commissions are hang- 
ing on to their accounting idiosyncrasies in the face of 
the Interstate Commerce Commission uniform system 
is a pertinent example. We would not be understood 
as inferring that the work was not worth the effort, for 
any move toward standardization is praiseworthy. In 
view of the still experimental stage of public utility 
legislation, however, we believe that the bill in its imme- 
diate effects will be of value principally in calling atten- 
tion to the points that are still devoid of a widespread, 
to say nothing of a universal and final, solution. 

Although the bill purports to be in advance of exist- 
ing legislation it has a number of serious defects. For 
instance, we are surprised that there should not have 
been better recognition of the frequent changes of 
commission personnel and that the term of office was 
not made at least ten or preferably fifteen years, in- 
stead of five, so as to make a commissioner’s tenure of 
office more independent of politics. Again, while delib- 
erate violations of commissions’ orders and offences of 
moral turpitude should be punished, some of the penal- 
ties enumerated in the bill are excessive, such as ac- 
cumulating fines of $5,000 per day for failure to file 
a report within a specified time or to make a specific 
answer to any question propounded by the commission; 
imprisonment for five years for wilfully destroying or 
mutilating accounts, records or memoranda prescribed 
by the commission, or failing to make full entries of all 
facts, and penal sentences for any public utility officer 
or agent who neglects to comply with every order of 
the commission. One can also well criticise the restric- 
tions as to the issue of securities which limit them to 
the amounts necessary to the “performance of duty to 
the public” instead of to the fulfilment of the purposes 
of incorporation, thus preventing a company from cre- 
ating such a valuable adjunct as a legitimate park prop- 
erty for increasing its income. Again, the bill excludes 
all municipal public utility enterprises from the juris- 
diction of the commission except so far as the regula- 
tion of their accounts is concerned. In the conduct of 
public utility enterprises, municipalities are as liable to 
make serious errors as private companies, and if any 
machinery is to be established for public utility regula- 
tion, municipal enterprises should certainly be included 
in its jurisdiction. These are by no means all of the 
clauses to which exception might be taken but are cited 
to show some of the points where changes should be 
made. 
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_ TAKING UP THE SLACK IN INTERURBAN SERVICE 


Recent first-hand experience with a well advertised 
interurban service which competes effectively with a 
steam railroad between terminals suggests that a good 
deal of lost motion remains to be taken up on not a few 
such properties before the full benefits of the facilities 
offered can be enjoyed. The case is typical. The line 
traversed by the through electric cars has earned a well 
deserved popularity for the punctuality of its service; 
the rolling stock is clean and comfortable; the schedule 
speed over the interurban right-of-way is about 30 
m.p.h.; but the through running time is nearly double 
that on the strictly interurban section on account of the 
slow movement in the terminal cities. 

This cause of delay is an old offender, but it is just 
as important a factor in deflecting travel to the parallel 
steam road as though it had never been heard of by the 
managements of the three companies over whose tracks 
the through cars run in making a complete trip. Few 
business men are willing to take two hours for a journey 
in the middle of the day that can be covered in an hour 
by steam, even though the latter may cost 30 or 40 cents 
more than the former. Constructive criticism may be 
offered along general lines, not so much with the idea 
of discovering new principles as with the hope of call- 


Ing attention to certain requisites of good service which 


are sometimes overlooked even in these enlightened 
days. The probabilities are that interurban companies 
realize these essentials better than a good many of the 
city roads, but as the end of the line is the best place to 
take up the slack, no apology is offered for emphasizing 
the failure of not a few local companies to render that 
alert co-operation in handling through and foreign cars 
which makes such a vast difference in the patronage 
and consequently in their own receipts at the terminal 
ends of the road. 

So far as is humanly possible, through interurban cars 
should have the right-of-way. 
should be scheduled so as not to be delayed to any 
greater extent than necessary, and they should not at- 
tempt to do a local business. This can be accomplished 
by running the cars on some limited stop plan such as 
that of making stops only for boarding passengers on 
the trip out of the terminal city and for discharging 


- passengers during the trip into the terminal city. A 
... study should be made of the possibilities of short-cut 
- lines within the city, and the movement of the cars can 


often be expedited through the congested districts by 


greater attention to the problem of police traffic regula- 
tion and street inspection. Too often an interurban car 


receives no more consideration from the traffic police 
officers than a local car, yet the time lost in slowdowns 
and in “inching along” with uncomfortable jerks and 
frequent dead stops in the vicinity of busy corners is 
by no means inconsiderable. Stop-watch studies of 
factory processes have accomplished wonders in a re- 
duction of time for operations, and a complete time 
analysis of controller movements in getting into and out 
of interurban terminal cities would show some surpris- 
ing inefficiencies of car movement in more instances 
than a few. The time is coming when automobile traf- 
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fic at street intersections will have to wait for the pas- 
sage of the interurban car; when freight trains and 
switch engines will not be allowed deliberately to ignore 
the rights of an interurban car waiting to cross a 
steam railroad track; when single-track entrances 
into cities will give way to double track; when confer- 
ences will be held to see if interurban crews cannot 
make the entire run without change, just as they now 
often run an overlap of a mile or so on the foreign sys- 
tem if the meeting erew is behind time; when all crew 
changes will be made quickly; when loading and un- 
loading stops at the terminal cities will be made in 
squares or streets wide enough to allow free movement 
of passengers, and when every possible effort will be 
made to get local cars out of the way of through serv- 
ice. A few minutes saved here and a few there will 
soon be effective in stimulating increased patronage and 
without any demand for excessive speeds on the inter- 
city stretches. 


TRAFFIC INSPECTORS BY EXAMINATION 

The traffic inspector usually does not earn more per 
hour than the platform man. His actual earnings, 
however, are greater because he can work more hours 
with less fatigue. The position is also attractive as a 
step upward to better things. In selecting this non- 
commissioned officer of the electric railway army, the 
management usually places more stress upon a pleasing 
but firm personality and record of meritorious service 
than on seniority and education. On one large property 
after the candidate is chosen he is sent to the instruc- 
tion department to familiarize himself with the duties 
of a conductor if he has been a motorman, or with the 
duties of a motorman if he has been a conductor. Thus 
he is equipped to deal with problems at either end of 
the car. As finishing touches he makes a fresh study 
of the operating rules before the last quiz by the super- 
intendent of transportation. 

An entirely different principle for the selection of in- 
spectors has been adopted by the Municipal Railways 
of San Francisco. In compliance with the law, the San 
Francisco Board of Public Works conducted on Oct. 31 
a formal civil service examination for promotions from 
the platform to inspectorships. As recorded elsewhere 
in this issue, the examination allowed 85 out of a pos- 
sible 100 points for accuracy in making out reports, 
local geographical knowledge and arithmetic. The low 
maximum of five points for experience is understand- 
able because no man who had not seen at least three 
years’ service was eligible, but only ten points were 
assigned for meritorious behavior. 

The San Francisco examination should certainly 
bring forward the most literate of the men already 
employed and encourage the entrance of better educat- 
ed men to electric railway service. We believe that the 
method would be greatly strengthened, however, if due 
allowance is made for personality. Such an allowance 
is not impracticable, as is shown by the experience 
of the Board of Education of New York City which 
makes such an allowance in conducting examinations 
for school teachers. 
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Renewing Rail On Twelve-Year-Old Ties and 


Foundations 


» 


An Interesting Piece of Track Rehabilitation on One of the Detroit United Railway’s Principal Trunk Lines— 
In This Article the Character of the Work and the Facilities for Doing It are Described 


Since the Detroit (Mich.) United Railway is recog- 
nized’as one of the pioneers in the use of the sand 
cushion with concrete track foundations, no small in- 
terest will be attached to the rehabilitation of this type 
of construction after twelve years’ service. Extremely 
heavy traffic, including both city and interurban equip- 
ment and averaging 638.6 cars per hour during the 365- 
day year, or an average of 1018 tons per hour during 
the same period, accounts in a measure for the de- 
preciation of the track. Other items affecting the life of 
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R. TRACK REHABILITATION—CROSS-SECTION OF OLD 
TRACK 


Do eU: 


the track, in fact forming the real reason for rehabilita- 
tion, include the use of mechanical instead of cast- 
welded joints and a shallow-head 9-in. girder-grooved 
rail. On the other:hand, when the fact is made known 
that only rail renewal was necessary at this time, the 
ties and track foundation being found in excellent con- 
dition requiring little or no expense to prepare them to 
receive the new rail, it will be seen that there really is 
some truth in the present-day term “permanent track 
construction.” 

Prior to the beginning of actual reconstruction work, 
John Kerwin, superintendent of track, decided that 
although it was possible to obtain more service out of 
the old 90-lb. girder-grooved rail by making repairs, 
this would be done at the expense of the track founda- 
tions, which it was believed could be saved if the old 
rails and joints were renewed immediately. An in- 
vestigation of the concrete foundation and ties in- 
dicated that both were as good as on the day they had 


been installed, except in a very few instances where 
extremely bad joints had crushed the concrete beneath 
the ties. Accordingly it was decided that by renewing 
the concrete in these spots, shimming the rail for 
slighter surface variations, and using a 7-in. 91-lb. 
T-rail in place of the 9-in. 90-lb. girder-grooved rail, 
thus providing additional wear life in the rail head, at 
least twenty years of additional track life could be ob- 
tained. Accordingly the reconstruction work of this 
main trunk line on Woodward Avenue was planned for 
this partial renewal, and after the work had been 
opened, that is, the old rail and paving surface re- 
moved, it was found that the decision based on the test 
was a good one, hence, the actual cost of rehabilitation 
would be greatly reduced. 


CHARACTER OF OLD TRACK CONSTRUCTION 


In 1902 the track department of the Detroit United 
Railway laid a double track on Woodward Avenue, 
using what was then termed this company’s standard 
permanent track construction. This included an 8-in. 
concrete slab laid in the bottom of a prepared trench, 
and over this slab a 1l-in. washed sand cushion was 
spread to receive the ties. These ties were white oak, 
6 in. x 10 in. x 6 ft. 8 in. in size, spaced at 36-in. in- 
tervals. As mentioned before, the rail used was a 9-in. 
§0-lb. girder-grooved rail with eight-bolt angle-bar 
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TRACK OAK AND STEEL SHIMS, TEMPORARY JOINTS AND TIE-RODS 


joints. These rails were maintained at gage by *%-in. 
x 1%-in. x 5-ft. 3-in. flat tie rods, installed at 10-ft. 
intervals. The depth of the rail allowed 4 in. of con- 
crete over the surface of the ties, over which the 1-in. 
sand cushion was spread to receive a vitrified-brick 
pavement surface. 

As might be expected, the first form of defect de- 
veloping in this track was cupping at the joints. Dur- 
ing the life period of the track these joints were resur- 
faced at three different times and ground, and at one of 
these times the ordinary angle-bars were exchanged 
for continuous bars. Finally the joints became so loose 
that reinforcing and grinding was considered imprac- 
ticable. Moreover, it was not deemed advisable to renew 
the joints again, owing to the badly worn condition of 
the ball of the rail. At this time it was decided that it 
-~would be an economy to save the foundation, which 
appeared to be in excellent condition between the joints, 
by renewing the rail at once, rather than attempting to 
rehabilitate the joints, and thus obtain the additional 
wear life out of the old rail. 


RECONSTRUCTION MATERIAL 


As mentioned before, the 9-in. girder-grooved rail 
was replaced by a 7-in. 91-lb. T-rail, thus providing a 
stiffer section laterally as well as one with heavier head 
and consequently a longer life. In order to provide tor 
the difference in rail heights, 2-in. white oak planks 
were ripped from the standard cross-ties. and laid. on 
the tops of the ties already in the track. These oak 
planks, as well as the rail, were securely fastened with 
8-in. spikes to the ties embedded in the original track 
construction. The rails were laid in 60-ft. lengths, as 
in the original construction, but the use of the cast- 
welded joint instead of the mechanical joint made it 


necessary to break away the concrete around the old 
joint ties in order to respace them. Of course in many 
instances this concrete was badly shattered by ex- 
tremely heavy impact blows at the very bad joints in 
the old track, thus requiring the concrete to be renewed 
or replaced to make a first-class finished job. 

The slight variations in the plank shims necessary 
were first provided for by making these planks vary in 
thickness from 2 in. to 314 in. in %4-in. variations. 
These were delivered on the work in sorted lots, and at 
the time the new rail was placed were merely laid in- 
discriminately on the old ties. Afterwards a gang of 
shimmers followed and replaced or shifted these planks 
to make the new rail surface uniform. Variations of 
less than 14 in. were provided for by sheet-metal shims 
when additional height was needed, or by adzing the 
planks when it was desired to lower the rail surface. 
All planks were drilled before they were put in place, 
so that the spikes would not split them. The sheet- 
metal shim plates were of the slotted type so that they 
could be used with other rail-base widths. This 7-in. 
rail, like the 9-in., was connected at 10-ft. intervals 
with %-in. x 1%4-in. x 5-ft. 3-in. flat tie-rods. Cast- 
welded joints calling for 227 lb. of cast metal extending 
17 in. along the rails are standard in Detroit and were 
used on this rail. These welds were made just prior 
to laying the paving surface, but after the joint ties 
had been respaced and the shattered concrete at these 
points replaced. 

Standard track paving employed includes» a- single 
course of granite nose blocks, 11 in. x 6 in. x 5 in. in 
size, laid at right angles to the rail, and the space 
between them surfaced with standard vitrified paving 
block 4 in. x 4 in. x 9 in. in size. The devil strip be- 
tween the two tracks was also surfaced with ordinary 
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vitrified paving block, and the pavement between the 
outside rails and the street paving, which was as- 
phaltum on Woodward Avenue, included stretcher 
courses of paving brick sufficient in number to fill the 
interval opened to rehabilitate the track. 


ORGANIZATION AND PROCEDURE 


Since it was necessary to continue operating the cars 
over this street during the period of rehabilitation, a 
condition customary now in most American cities, it 
was necessary to have the work well organized and 
provide ample facilities to accomplish it in the mini- 
mum length of time. In Detroit the work is classified 


into two kinds, that which can be done without inter- 


D. U. RB TRACK, REHABILITATION—FINISHED PAVEMENT GROUTED 


ELECTRIC RAILWAY JOURNAL 


[VoL. XLIV, No. 20 


been turned over it, active construction work is begun 
by the paving-excavating gang. This gang loosens and 
removes all paving blocks, cuts all bolts and prepares 
the old track as nearly as it can for the rail replace- 
ment. This gang usually consists of about thirty men, 
a foreman and an assistant. 

The night gang, consisting of approximately twenty 
men, completes the work opened by the excavators dur- 
ing the day, loads up the excavated material, or at least | 
load that portion of it which must be removed from 
the streets, and exchanges the old rail for the new. This 
gang-is usually accompanied by a derrick car and a flat 
car, and sometimes also by a double-truck motor and 
two flats. Besides cleaning and replacing the rail this 


AND TEMPLET USED IN LEVELING SAND CUSHION 


FOR BRICK 
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rupting traffic and that which cannot. The latter, of 
course, may be accomplished during the interval at 
night when the cars are off the line, and the former 
includes day-work wholly. In either case, however,. the 
work is more or less retarded, owing to cramped con- 
ditions and traffic interference. 

The first gang to arrive on the job is the one nih: 
accompanies the work train delivering the temporary . 
track material. This gang installs the portable: 
switches at each end of the passing tracks with a der- 
rick car and lays the track between them. Sometimes 
as much as a mile of temporary track is laid’in cone 
section, and after the night gang has placed it in posi- 
tion the day gang bolts it together and surfaces it. 
This track is laid on a sand cushion when the pave- 
ment is asphaltum, and braces between the outer rail 
and curb prevent it from shifting toward the curb. 
On an ordinary brick pavement one plank laid under 
the outside rail is all that is necessary to surface it. 
After this temporary track is in position and traffic has 


TRACK REHABILITATION—METHOD OF LAYING THE BLOCKS AND TEMPLET USED IN 
ADJOINING CITY PAVING 


to bring it up to the paving foundation ‘surface. 


LEVELING THE STRIP 


gang also delivers the new material on the job for the 
following day’s work. 

The following day the paving gang continues its 
work, but is followed by a surfacing gang composed 
of about twenty-five men and two foremen. This gang 
engages in transferring the shims to their proper posi- 
tions to give accurate line and surface in accordance 
“with the grade and line stakes set at 50-ft. intervals. 
After the track has been accurately lined and surfaced 
by this gang it is ready for the cast welder, which is 
brought on the job at intervals, preferably when there 
is a sufficient number of joints to make its coming 
economical. The cast-welder outfit is usually accom- 
panied by a foreman and thirty-two men, who work 
either day or night, depending: ‘on the requirements. ; 

When the welding is completed the track is ready _ 
for the concreting, which includes the replacement of 
that removed at joint ties and that between the ties 
The 
concrete mixer, which is of the batch type with Wake 
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spouts, requires ten men in its operation and has a 
capacity of approximately 400 yd. per day, or even 
more when working conditions are exactly right. 
Views of this mixer are shown in the accompanying 
illustrations, with the skip in the lowered and ele- 
vated positions. It is a self-contained unit, electrically 
driven and self-propelled. Concrete may be deposited 
direct to the track or from-the spout to wheelbarrows, 
and wheeled to any point desired. 

After the concreting has been completed and allowed 
to set from seven to ten days, during which time the 
pavement excavating gang is turned back to complete 
the paving, the track is turned over for regular traffic. 
The finished pavement is grouted with a 1 to 3 mixture 
of sand and cement. Oftentimes it is found necessary 
to make up for paving-block-thickness variation at the 
tie-rods by the use of chipped brick. The company 
has a rule that this chipped-brick course shall be laid 
two or three courses back of the tie-rod. After the 
pavers have completed their work, that is to say, that 
portion including the course between the outer rails 
and city paving, the city paving gang follows and 
finishes the joint between its paving and the railway’s, 
and bills the railway company for the work. 

In rehabilitation work of this character the most 
delicate portion of it must be done by the shimming 
gang. As already explained, this gang works from 
grade stakes at 50-ft. intervals or closer, if necessary, 
and after the men have adjusted the wooden shims 

_the metal shims in various thicknesses are put in place. 
This gang is trained just for this work and does little 
or nothing else, and all of its operations are conducted 
during the daytime. The care exercised in its por- 
tion of the job is an index of the success of the whole; 
consequently the road department believes that too 
much care cannot be taken by the foremen in charge 
of this work. | 


FACILITIES FOR REHABILITATION 


Among the facilities used in track rehabilitation 
which make it possible to do this work and continue 
operation economically, the portable switch is playing 
a very important part. John Kerwin, superintendent 
of track Detroit United Railway, has been a pioneer in 
the use of portable turnouts and crossovers, especially 
where the standard A. S. C. E. rail and standard frogs 
are used. The Kerwin “crossover,” or turnout, as it is 
called, includes a 60-lb. A. S. C. E. rail in 33-ft. lengths, 
with four-bolt continuous connection plates. The port- 
able track to which it connects is made up in 33-ft. sec- 
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D. U. R. TRACK REHABILITATION—SELF-CONTAINED CON- 
CRETE MIXER WITH SKIP LOWERED 


tions, fastened together with four tie-rods to each rail. 
The two outside tie-rods are 2 ft. 3 in. from the joint, 
and the inner rods are 8 ft. 6 in. apart. These rods 
have jamb nuts on each side of the rail, and they are 
drawn up tight against 8-in. x 6-in. oak spacers, which 
fit in between the rail webs. In the construction work 
on Woodward Avenue these rails were laid on oak plank 
stringers on the asphalt, which in turn rested on from . 
1 in. to 3 in. of sand cushion, so that the traffic would 
not scour the asphalt surface. 

Standard Nos. 8 and 9 A. S. C. E. built-up double- 
spring frogs with 6-ft. anchor points, or beveled switch- 
points, are used in the portable track turnout. Sec- 
tions of this track, the switchpoint and frog are shown 
in the accompanying illustrations. As already men- 
tioned, it is necessary to brace this portable track 
against the curb in order to prevent its creeping in 
that direction under traffic. In case the track is laid 
on a brick pavement a hole is excavated in the pave- 
ment at the center of the track, and braces are installed 
on each side between it and the webs of the rails. After 
the temporary track has once been delivered to a long 
section of track undergoing construction, it is shifted 
as the work progresses in sections just as long as it 
is possible for the utility motor car to move at one 
time. 

As a rule the day and night work is laid out in sec- 
tions from 600 to 800 ft. in length. This requires 
approximately two days before it is possible to change 
the rail, the first night being consumed in cleaning up 
the excavating and the second night in unloading ma- 
terial and changing the rails. In order to facilitate 
the latter, combination joints between the new and old 
rail are provided and transferred as the work pro- 
gresses. A view of one of these temporary joints is 
shown in one of the illustrations. 

Other parts of this standard track construction in- 
clude standard manholes in each depression for sur- 
face draining. These are connected to the sewer 
system and are covered with an ordinary cast-iron 
perforated cover. Cross bonds are installed at 500-ft. 
intervals, connecting both rails and both tracks. These 
bonds are four-strand No. 00 old trolley wire, securely 
tied and soldered to two sections of a 36-in. strand- 
wire bond with channel-pin terminals. Holes for these 
cross bonds and also for the tie-rods are drilled on a 
piece-work basis by a crew consisting of two men and 
a boy. This crew is supplied with two electric drills 
and receives 314 cents per hole. 
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The Authors Show that Electrolytic Corrosion Can and Does Occur Without Stray Railway Currents 
and that Two Sets of Conditions May Cause It—Experimental Data Are 


Given to Prove the Contentions 


BY E. H. SCOFIELD, ENGINEER POWER AND EQUIPMENT, AND L. A. STENGER, ‘CHEMIST 
MINNEAPOLIS RAILWAY COMPANY 


Steel, wrought iron, cast iron and lead corrode in the 
soils found in the streets of cities where service piping 
systems are installed. Such corrosion occurs both in 
the form of uniform rusting or oxidation at the sur- 
face, and as the more destructive pitting. The former 
is generally recognized as a simple chemical action and 
is considered to be limited in its action and not likely 
finally to destroy the metallic structure affected. The 
latter is usually attributed to so-called electrolysis, and 
when found in localities where electric railways operate 
the damage is charged to the action of electrical cur- 
rent originating from the return circuits of such rail- 
ways. 

The diseovery of numerous cases of destructive cor- 
rosion, fair samples of which are shown in Figs. 1, 2 
and 7, in localities where there was found to be no pos- 
sibility of the presence of electric current in the earth 
originating from commercial electric circuits, led to a 
search for the causes of such corrosion. Fig. 1 shows 
a sample of a 4-in. cast-iron water pipe, removed from 
the natural earth in a city where no electric railways 
or leakage eurrents exist. The shell of the pipe was 
entirely corroded away at several points, while there 
were deep pits at others. Fig. 2 shows sample of a 
l-in. mild-steel pipe, removed from the earth at a loca- 
tion where no leakage currents existed, but where the 
corrosive condition of the clay soil was very active. 
Fig. 7 represents a section of corroded lead pipe taken 
from a mixed, black soil containing cinders and other 
impurities. No leakage currents could be detected 
flowing on or from this pipe. 

It is the purpose of this article to report the investi- 
gations made to determine these causes of corrosion, 
their nature and the damage that might be expected 
to arise from them. The investigations disclosed two 
different classes of phenomena. The first affects metals 
having more or less impurities in their structure, as 
iron, either cast or wrought, or as steel. The second af- 
fects any metal regardless of internal impurities, such as 
lead which, from its peculiar chemical properties, is 
ordinarily regarded as non-corrodible in soils. These 
two classes of phenomena will be discussed in turn. 


CORROSION DUE TO IMPURITIES IN METALS 


Reports are available from various sources showing 
the effects of impurities and irregularities in structure 
of metals on their electrical conditions. Experimental 
demonstrations may be made, showing that electric cur- 
rents are generated when such metals are immersed 
in, or subjected to the action of, electrolytes. This fact 
has been advanced as an explanation of the damage 
done to metals exposed to the atmosphere, but very little 
attention has so far been paid to the corresponding 
effect on metals exposed to and in contact with soils. 

For these experiments two identical terminals were 
prepared, consisting of platinum plates about 1 in. 
square. Copper terminals might also have been used. A 
handle and a connecting wire were riveted in the center 
of each plate and the connecting wires were, in turn, 
joined to the terminals of a 15-volt-scale voltmeter. 
The plates were covered with pads of muslin or filter 


paper, which serve to prevent metallic contact and to 
hold a small amount of electrolyte. The electrolyte will 
be more or less chemically active, according to the kind 
and amount of components existing in it capable of 
combining with iron. For a simple, standard electro- 
lyte for the experiments, the pads were wet with very 
weak sulphuric acid. Tests made with certain black, 
peaty soils and clays as the electrolyte have shown elec- 
tric potentials of as great magnitude as have been ob- 
tained by the use of this acid. When the pads con- 
taining the same electrolyte were placed in contact, no 
voltage was generated, but in surveys made by placing 
the pads of the terminals at different points over the 
surface of various irons emfs were developed as follows: 
sheet iron, 0 to 0.5 volt; steel pipe, 0 to 0.5 volt; cast 
iron pipe, 0 to 0.8 volt; pitted cast iron, 0 to 0.7 volt; 
clean cast iron, 0 to 0.15 volt. In every case the emf’s 
were in such a direction as to cause the current to leave 
the points where the iron was clean, and to return to 
the impurity after flowing in the outside circuit. Thus 
it is evident that the clean iron is electro-positive and 
the impurity is electro-negative. 

The cause of the potentiai' difference is found in the 
tendency of the pure iron ions to combine with any acid 
ions in the electrolyte, and to leave the metallic state. 
This tendency is called the solution tension of the metal 
and is, in the case of iron, of a comparatively high 
value. 

The question will at once arise as to the continuity 
of this battery action. Obviously the eurrent flow will 
not decrease unless the conductivity of the circuit is 
decreased. In case of iron buried in chemically active 
soil, conditions will tend to increase conductivity in all 
features except one, that involving polarization, or the 
plating of a non-conducting film of hydrogen on the 
negative pole. Theory points out that the free oxygen 
in the soil and water therein will combine with the hy- 
drogen and allow the action to continue. All experiments 
and the cases of corrosion examined seem to show that 
the action is continuous. One ¢ell in particular was made 
up by using two pieces of cast iron about 4 in. square, 
broken from the same length of 6-in. pipe. The outside of 
one piece, already corroded, was placed facing the clean 
inside of the other, the two supported about 1% in. 
apart by a section of 3-in. fiber piping. The space 
between was filled with moist, peaty soil and the joints 
were sealed with paraffin wax to prevent a too rapid 
escape of moisture. The two iron plates were con- 
nected through a milliammeter, and a voltmeter was 
connected across the terminals. The open-circuit volt- 
age generated was 0.7, and the component of current 
generated, indicated on the outside instrument, was 
0.004 amp. In a couple of days the current dropped 
to a constant value of 0.001 amp. After four months 
on short-circuit, some pure distilled water was added 
and the increased conductivity caused the current to 
increase to 0.004 amp. The cell was then left on short- 
circuit and, upon opening it after about twenty months, 
the soil was found to be dry and the iron plate which 
had the clean inside surface exposed was covered with 
a thick mixture of iron rust and soil. Under this pits 


_depolarizer. 
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about 1/16 in. deep were found filled with the usual 
carbon-like deposit. 


A number of cells, made up of carbon rods and pieces 
of cast iron as electrodes, placed in various samples of 
soil gave voltages of from 0.1 to 0.9, and external cur- 
rent flow of from 1 to 10 milliamp, depending upon the 
kind of soils and their moisture content. 

Fig. 3 shows at the left a sample section of pipe used 
to make up the cell with iron plates referred to above. 
The surface exposed to the action of the soil is very 
sharply defined in contrast to the original surface not 
so exposed. The pits in it are 1/16 in. deep. The sam- 
ple shown on the right is a cast-iron plate used with a 
carbon rod to make up battery couple with soil as the 
electrolyte. 

Considering the practical case of iron buried in soil, 
there are fulfilled all conditions necessary for the de- 


CORROSION OF METALS—FIG. 1—LARGE CAST-IRON WATER 
PIPE, SHOWING NATURAL CORROSION 


CORROSION OF METALS—FIG. 38—PIPE AND CAST-IRON 
PLATE CORRODED BY CONTACT WITH SOIL 


' structive action of these naturally-generated currents. 


The water in the soil, carrying with it the soluble 
chemicals which it encounters by seepage through the 
ground, is the electrolyte. This furnishes the acid ions 
ready to combine with the metal. These ions act not 
only once but recurrently, whence a soil of small acid 
content having an alkaline or néutral reaction, due to 
natural chemical combinations with other elements may 
be active in producing corrosion. The electrical cur- 
rents generated will flow in the shortest circuit they 
can find through the soil from the corroding, clean 
metal to the nearest impurity or negative pole on the 
pipe. There would be ample oxygen available to act as 
It would be difficult to produce in the 
laboratory experimental conditions as favorable to cor- 
rosive action as actually exist in the case of iron struc- 
tures buried in the soil. 

Tests were conducted on 120 samples of representa- 
tive soils for the purpose of determining their compara- 
tive chemical activity in promoting iron corrosion. The 
moisture content of each soil as sampled from the nat- 
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ural location was determined. A sample of about 400 
grams of each was taken and placed in a glass beaker. 
This beaker was set in a larger covered beaker contain- 
ing water to prevent moisture loss from the soil. Mild 
steel plates, 1 in. x 2% in., were cut from the same piece 
of black No. 16 sheet and were numbered, weighed and 
placed in the soils, one only in each beaker. After re- 
maining sixty-six days in the soils the plates were re- 
moved, cleaned and weighed. Fig. 4 shows samples of 
steel sheet used in making the tests on the relative cor- 
rosion of various samples of soil. It shows localized 
corrosion and pitting .014 in. deep. The loss in weight 
was considered a fair measure of the corrosive power 
of the soil. It was found that all of the plates lost in 
weight. In clean sand the loss was least, of the order 
of 0.04 gram. Light sandy clays, loam and drier dark 
soils produced losses of from 0.15 to 0.20 gram. The 


CORROSION OF METALS—FIG. 2—-MILD-STEEL PIPE COR- 
RODED IN CLAY SOIL 
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CORROSION OF METALS—FIG. 4—CORROSION OF MILD STEEL 
SHEETS BY VARIOUS SOILS 


plates immersed in heavy clays, carrying 10 per cent to 
15 per cent of water, lost by corrosion from 0.20 to 0.40 
gram and those in wet, black, peaty soil lost 0.6 gram. 
Taking, from the results of these experiments, the 
average value of 0.25 gram iron loss per sixty-six days, 
or 1.39 grams per year, as found in common yellow and 
blue clays, we can determine the approximate life of 
iron pipe in such soil. Assume that a pit would be 
made having a conical shape, an area on the pipe sur- 
face of 1 sq. in., and a depth of the pipe wall thickness 
of 1%, in. The iron from this pit would weigh 10.6 
grams and, dividing this by the rate per year, we have 
7.6 years as the probable life in these clays of a black 
iron pipe with %4-in. wall. Cases have come under our 
observation where pipes which were poorly galvanized 
lasted but three years in clay soils before leaking, 
while wrought-iron and steel pipes had from four to 
six years’ life in locations where there would have been 
no causes of corrosion other than chemical activity of 
the soil. 
’ A sample of 3-in. cast-iron gas pipe was removed 
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from a location where no stray current was indicated. 
This pipe was said to have been in service about twenty- 
seven years, and jay in a mixture of loam, black peat and 
clays. The present weight of this pipe is 27.5 lb. The 
probable weight of the piece of pipe as it was installed, 
calculated from its dimensions and assuming the specific 
gravity of the cast iron as 7.1, was 34.3 lb., whence the 
iron lost by corrosion was 6.8 lb., or the equivalent of 
8.22 grams per square inch. Assuming a period of five 
years for disintegration of the tar coating, allowing ccr- 
rosive agencies full action, this leaves twenty-two years 
as the time for corrosion to act. 

Samples of soils were also taken from around this 
pipe. Cast-iron plates were placed in these soils in 
their natural state, in glass beakers, and the loss of iron 
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CORROSION OF METALS—FIG. 5—CORROSION DUE TO TWO 
DIFFERENT SOILS IN CONTACT 


CORROSION OF METALS—FIG. 7—-LEAD PIPE CORRODED BY 
CONTACT WITH MIXED BLACK SOIL 


from the specimens was determined by weighing after 
a period of sixty-six days. The iron plates were 21% in. 
x 1.05 in. x 1% in. in size, about 5.55 sq. in. in area, and 
were cast to this size. They were quite hard due to 
chill, and were mechanically cleaned only enough to re- 
move sand and such impurities. The loss due to corro- 
sion in the black peat was 0.8 gram. In the blue clay 
it was 0.6 gram, in the loam 0.5 gram, and from an 
average mixture taken at the pipe location 0.4 gram. 

On calculation, assuming that corrosion proceeds at 
the same rate, these figures show, for 0.8 gram, a loss 
of 17.6 gramis per square inch per twenty-two years, 
or, for 0.4 gram, 8.8 grams per square inch per twenty- 
two years. Whence, as an actual loss on the pipe of 
8.2 grams per square inch per twenty-two years was 
found, it is readily seen that the damage done to this 
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pipe may be fully accounted for on the basis of natural 
soil corrosion. " 


CoRROSION DUE TO THE PRESENCE OF TWO OR MORE 
DIFFERENT ELECTROLYTES 


The condition that causes damage from corrosion of 
the second class arises from a combination of a metal 
and two soils of different composition. The theory of 
this type of corrosion is based upon the easily-demon- 
strated experiment of physical chemistry in which an 
electric current can be generated by contact of two 
solutions of different chemicals combining power or 
valence. Given metal in contact with two soils, one of 
which contains any soluble substance subject to change, 
as carbon in its various combinations of gas or organic 


CORROSION OF METALS—FIG. 6—LEAD FOIL STRIPS COR- 
RODED-BY BI-ELECTROLYTIC SOILS 


Weight of Lead Lost-Grams 


CORROSION OF METALS—FIG. 8—RATE OF CORROSION IN 
BI-ELECTROLYTIC SOIL 


matter, nitrogenous bodies or sulphur, we may expect 
an electric current to flow. The current will enter and 
leave the metal, as a convenient conductor, in the prox- 
imity of the bi-electrolytic soil, and produce corrosion 
where it leaves the metal. 

To demonstrate the theory and fit it to practical cases, 
electrodes of various metals were used. Lead proved 
to be the most satisfactory, as iron set up its own elec- 
tromotive forces which masked the effect, and bright 
platinum polarized too rapidly. A cell was made up of 
two types of soil in contact. A lead electrode was placed 
in each soil and the two electrodes were connected 
through a voltmeter. Voltages were generated. The 
lead electrodes in either of the soils alone would show no 
traces of electric potential, if the soil were reasonably 
homogeneous. 
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A number of cells of various combinations of soils, 
cinders and sand were experimented with. Some gave 
as high as 0.1 to 0.4 volt, but not all soils would produce 
corrosion under these conditions. Clean sand and clay 
did not produce the effect, as both of these have pre- 
sumably been previously reduced to their most stable 
chemical state. 

To demonstrate corrosion under these conditions cells 
were made up in glass beakers with horizontal layers 
of two different soils as electrolyte and a single strip of 
lead as the corrodible metal, with the ends exposed, one 
to each of the soils. One cell with 1/16-in. commercial 
sheet lead, and with black soil and cinders as the two 
electrolytes, showed a corrosion loss of 0.14 gram of lead 
in seventy hours. Corrosion was all on the soil end as 
is shown by the illustrations in Fig. 5 which repre- 
sents samples of lead plates in electrolyte made up of 
two different soils in contact. The lower half of each 
sample is corroded. The other end, although it appeared 
rough on the plate, was slightly discolored by oxidation 
and carbonization but it was not corroded. Four similar 
cells were set up, with black peaty soil and dirty clay 
as electrolytes, and with 1.2-in. x 4-in. strips of pure lead 
foil, 0.006 in. thick, as the metallic conductor. The lead 
strip from each cell in turn was removed at intervals, 
weighed and returned to the cell. This gave data to 
test the rate and continuity of corrosion. The results 
as obtained are plotted against time in hours in Fig. 8. 
In this figure the corrosion at the end of each interval 
of time for each cell is indicated by circles, and the total 
corrosion for each cell at the end of 800 hours is indi- 
cated by crosses. The curve shows a rapid rate of cor- 
rosion for the first 100 hours, after which the rate be- 


came constant for the remainder of the test. The total 


corrosion loss for each cell at the end of the full time 
was approximately the same as found in the others. 
The end of the strip in the clay was corroded, while the 
other end in the peat was in the original condition ex- 
cept for slight surface oxidation. In Fig. 6 samples of 
lead foil used to demonstrate the destructive corrosion 
of lead when exposed to action of two different soils in 
contact are shown. These samples were exposed for a 
total of 817 hours. The curve given in Fig. 8 shows the 
time rate of corrosion of these samples. 

This latter test is of particular interest in view of 
the fact that the conditions are such as are found when 
lead pipe is laid in a trench and the trench is refilled 
with a mixture of earths of different character, as is 
usually found in a trench from 38 ft. to 6 ft. in depth. 
Fig. 7 shows corrosion of such a lead pipe in soil. 

The corrosion results of these tests and the appear- 
ance of the specimens are such as to fully explain all 
observed phenomena usually attributed to electrolysis 
by ground leakage currents. The cast-iron samples, 
where corroded, were covered with a hard scale of red 
rust and soil. The pits in the cast iron were filled with 
carbon and black-iron oxide. The pitting was localized, 
the space between pits being but slightly corroded. The 
lead samples show the presence of both the gray and 
brown oxides. The line between corrosion and non- 
corrosion, where the metal was exposed to two kinds of 
soils, is sharply defined. Potential differences up to 1 


volt were generated by placing different metals in con- 


tact with certain soils, or by placing two pieces of simi- 
lar metal in contact with different soils. 


An ordinance went into effect in Topeka, Kan., on 
Nov. 1 which provided that automobilists must not pass 
within 8 ft. on either side of a street car not in motion. 
The original ordinance provided that no automobile 
should pass within 8 ft. of the running board of a street 
car, and the change was made because some street cars 
have running boards on only one side. 
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Taxation Values in Illinois 


James J. Brady, auditor of public accounts of the 
State of Illinois, has compiled a tabular statement of 
the amount of taxes charged for collection against the 
equalized assessed valuation of steam railroad and inter- 
urban electric railway property for 1913. The follow- 
ing summary is taken from Mr. Brady’s analysis: 


TABLE SHOWING 1913 Tax FIGURES FOR ILLINOIS INTERURBAN 
ELECTRIC RAILWAYS 


Rate 
Rate Per Per 

Cent Cent of 

Total of Tax Taxes 
Equalized Taxes on eac on 

Assessed Charged yi As- Each$1 

Valuation on sessed Gross 

3 of Property Tax Valu- Earn- 
Electric Roads in Illinois Books ation ings 
Alton, Jacksonville & Peoria... $79,261 $2,509 3.17 7.93 
Aurora, Elgin & Chicago...... 695,511 29,598 4.26 1.62 
Bloomington, Pontiac & Joliet. 52,607 1,488 2.83 6.27 
Joliet & Southern Traction.... 219,238 7,219 3.29 4.41 
LOCAL os cicetassch deta siete mene $271,845 $8,707 3.20 seed 
Central Illinois Trac. Company $38,349 $1,493 3.89 2.09 
Chicago, Aurora & DeKalb.... 91,738 2,816 3.07 3.70 
Chicago & Des Plaines Valley.. 222,870 11,696 5.25 2.21 
Chicago, Harv’d & Geneva Lake 21,956 67 3.12 4.38 
Chicago & Interurban Traction 225,791 11,164 3.14 4.31 
Chicago, Lake Shore & S. Bend 10,913 580 5.32 82 
Chicago & Milwaukee Electric. 621,542 38,028 6.12 5.92 
Chicago & Oak Park Elevated 978,895 60,723 6.20 7.37 
Chicago & Southwestern ...... 32,357 2,717 8.40 APC 
DeKalb, Sycamore & Interurban 33,315 1,587 4.76 5.29 
Bast St. Louis & Suburban... $451,157 $20,966 4.65 2.11 
St. Louis & Belleville Electric. . 123,992 6,850 5.52 6.15 
Total) 1.5. cereckae «sine erate $575,149 $27,816 4,84 ayaa 
East St. Louis, Col. & Waterloo $1,745 $44 2.50 .07 
Elgin & Belvidere Electric.... 156,903 4,342 Pt Os | 3.01 
Fox & Illinois Union..... a 70,585 1,850 2.62 Becca 
Galesburg & Kewanee........ 76,712 3,547 4.62 4.19 
Illinois Central Hlectric....... 5,135 3.52 7.36 


145,907 


| 


Illinois Traction System: 


Bloom., Decatur & Champ’n. $411,156 $13,419 3.26 2.99 
Cairo & St. Louiss. cies 23,369 1,179 5.05 ees 
Chicago, Ottawa & Peoria... 406,541 17,968 4.42 4.20 
Danville & Fastern Illinois.. 7,500 441 5.88 8.36 
Danville & Northern ....... 6,158 329 5.34 .50 
Danville & Southeastern.... 6,000 264 4.40 14.93 
Danville, Urbana & Champ’n. 292,369 11,236 3.84 Poe 13) 
Illinois Central Traction .... 2,221 11,963 4.09 4.41 
Hlinors «Westerns Wie. tenets 5,792 231 3.99 aioe 
St. Louis Elec. Ter. Company 29,403 1,071 3.64 .94 
St. Louis, Springfield & Peoria 1,194,735 48,646 4.07 3.52 
Motal ys ste tinelaettethetetee steatone $2,675,244 $106,747 3.99 tesla 
Kankakee & Urbana.......... $1,285 $51 3.96 43 
Lee County Railway ......... 95,555 2,016 2.11 wow 
Met. West Side Elevated...... 3,245,498 190,737 5.88 6.45 
Moline, Rock Isld. & E. Trac.. 5,31 278 5.23 .48 
Northern Illinois Electric..... 17,947 489 2.73 8.32 
North Shore & Western...... 12,062 584 4.84 7.56 
North Western Elevated ..... 4,019,313 222,204 5.43 8.61 
Paris Traction Company..... - 12,308 708 5.75 apis 
Rockford & Interurban _...... 244,771 7,167 2.93 1.85 
Rock Island Southern Railway 266,300 8,117 3.05 2.58 
Rock Island & South, Railroad 92,268 2,850 3.09 5.50 
South Side Elevated ......... 2,735,655 145,538 5.32 5.89 
South, Illinois Light & Pwr. Co. 14,715 910 6.18 ere 
Sterling, Dixon & Eastern.... 88,172 3,362 3.81 5.06 
STP UL ae. v. cleuerersions Susvere wee tatorate $126,801 $8,870 6.99 7.54 
Chicago, Riverside & LaGrange 6,938 393 5.67 iba 
MT OtaL wenste <hereaere steereer Svateuers $133,739 $9,264 6.93 antics 
Terre Haute & Western...... 45,523 1,788 3.99 3.02 
MATH TEe) ETAL ee erence eels sierermispaneners 11,076 378 3.41 1.45 
Woodstock & Sycamore Traction 65,954 1,900 2.88 1.53 
MoLalick «.warcmie sicle ay om seaenste $18,134,042 $920,121 5.07 5.01 


Examination for Examiner of Accounts 


The United States Civil Service Commission has an- 
nounced an open competitive examination for examiner 
of accounts for Grade 2 position only, the salaries being 
from $1,860 to $2,100 per annum. Applicants will not 
be assembled for examination but will be rated upon 
the evidence as to education and experience. Applica- 
tions must be in by Dec. 1. From the registers of eligi- 
bles resulting from this examination, which will be 
made up for electric railway and other single account- 
ing branches, certification will be made to fill vacancies 
as they. occur for accountants in the division of valua- 
tion and for examiners of accounts for the division of 
carriers’ accounts, Interstate Commerce Commission. 
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National Civic Federation Draft Bill — : 


Abstract of Main Features of Bill Drafted by Executive Council of the Department on Regulation of 
Interstate and Municipal Utilities of the National Civic Federation, Together with Representative 
Suggestions for Amendment of the Bill—Also Memorandum of Transmission by 
Seth Low and William R. Willcox and the Dissenting Report by 
E. M. Bassett, John H. Gray and Milo R. Maltbie 


The National Civic Federation has just made public 
its draft bill for the regulation of public utilities, to- 
gether with accompanying sections which trace the his- 
tory of the bill and discuss some of the points of dis- 
agreement. An introductory statement and memoran- 
dum by Seth Low and William R. Willcox, the report of 
the department on regulation of interstate and munici- 
pal utilities, signed by Emerson McMillin, chairman of 
the executive council, and the dissenting report by E. 
M. Bassett, John H. Gray and Milo R. Maltbie, all pre- 
cede the text of the bill. Appendix A, prepared by 
William D. Kerr, is a résumé of the suggested amend- 
ments to the bill, with arguments pro and con, while in 
Appendix B there is presented a schedule of existing 
regulatory commissions. Appendix C is a reprint of the 
1907 conclusions of the commission on public owner- 
ship and operation of the federation. The drafting of 
the proposed bill is regarded by the federation as a 
logical outcome of this former report, which concluded 
that in this country, under the conditions of munici- 
pal politics, private ownership and operation would be 
preferable to public ownership and operation, provided 
there were adequate regulation to protect the public 
from extortionate rates and deficient service. 


- HISTORY OF BILL 


According to the résumé by Messrs. Low and Will- 
cox, who were appointed as a special committee of the 
executive council of the federation to consider all ques- 
tions relating to the draft bill, the active work result- 
ing in the present bill was begun in 1911, when, after a 
conference of those interested in utility regulation, it 
was determined to create a department to prepare such 
a bill. The department thus formed appointed an execu- 
tive committee composed of the following members: 
Emerson McMillin, American Light & Traction 
Company, New York, chairman; Franklin T. Brown, 
Redmond & Company, New York; John H. Gray, head 
of the department of economics and political science, 
University of Minnesota; Edward M. Bassett, attorney 
and former member Public Service Commission for the 
First District of New York; Halford Erickson, mem- 
ber Railroad Commission of Wisconsin; William D. 
Kerr, attorney, Chicago; Blewett Lee, general solicitor 
Illinois Central Railroad; Milo R. Maltbie, member 
Public Service Commission for the First District of 
New York; Arthur Williams, chairman Association of 
Edison Electric Companies, and Franklin K. Lane, 
former member Interstate Commerce Commission (re- 
signed on account of official duties before drafting of 
bill). 

Inquiry revealed the fact that all states except Dela- 
ware, Wyoming and Utah had regulatory commissions 
of some sort. After making a complete compilation of 
all statutes relating to such bodies and investigating 
thoroughly all court decisions and general literature on 
the subject, tentative sections for a sample public util- 
ity bill were drawn up and sent to all commissioners 
and other selected and interested parties for criticism. 
Upon the receipt of many suggestions and criticisms 
and the amendment of the bill in many cases accord- 
ingly, the executive counsel of the department prepared 


the present draft of eleven articles and more than 300 
sections. Of these sections as drafted only sixty have 
been criticised by anyone, from which Messrs. Low and 
Willcox conclude that the draft bill as a whole em- 
bodies a form of legislation which meets with wide ap- 
proval, except as to such sections as deal with matters 
upon which differences of opinion are inevitable. 

As the preparation of the draft bill proceeded it be- 
came apparent that it would be impossible to secure a 
unanimous approval by the department of this bill or 
of any other dealing with this subject. The draft bill, 
therefore, and the dissenting report by Messrs. Bassett, 
Gray and Maltbie were laid before the executive coun- 
cil of the National Civic Federation at a special meet- 
ing in January, 1914, without having been submitted 
to the department as a whole. In view of this circum- 
stance, Messrs. Low and Willcox recommended that the 
names of those comprising the department on the regu- 
lation of public utilities be omitted from the docu- 
ment, as it was evidently unfair to hold the members 
in any way responsible for a measure upon which they 
had not had an adequate opportunity to pass. The 
present bill, therefore, is published upon the authority 
of the executive committee: of the department on the 
regulation of public utilities, subject to the reservations 
embodied in the minority report. 

According to Messrs. Low and Willcox, the differ- 
ences in regard to the bill reflect the differences in the 
points of view. They say that the radicals are inclined 
to press regulation to the limit, even if it made it im- 
possible to secure private capital for the construction 
and the conduct of public utilities. In the minds of 
many of them, public ownership and operation loomed 
up as not objectionable alternatives. Those who have 
to do with the procuring of private capital for public 
utilities, however, believe that too much regulation will 
easily make private capital unavailable and: Jean. to- 
ward limiting regulation as much as possible. Yet in 
this conservative element, there are again great dif- 
ferences of opinion, for some believe in public regula- 
tion and wish to make it practicable and successful, 
while others accept it reluctantly and are fearful of any 
limitation which may interfere with established prac- 
tices. In the opinion of the special committee, the 
National Civic Federation cannot pretend to pass judg- 
ment on the issues thus raised, and the wise course to 
be followed lies between the two extremes. 


MEMORANDUM BY Messrs. Low AND WILLCOX 


In the belief that the function of the federation is 
to make the bill as useful as possible by throwing vari- 
ous lights on it, Messrs. Low and Willcox subjoined 
to the foregoing résumé a memorandum on some of 
the large questions involved, for which they did not 
ask the federation to become responsible. In their 
opinion, the problem to be worked out in connection 
with the public regulation of such utilities, is how to 
give power enough to the regulating commission to 
enable it to prevent the abuses to which uncontrolled 
private management has been shown to be subject, 
without making exactions so severe as to render it im- 
possible to secure the private capital necessary to main- 
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tain existing facilities in a high state of efficiency and 
to develop new enterprises when such are necessary. 
Any public service commission must have large discre- 
tionary powers and it is probably better to make this 
discretion large, despite the possibilities of abuse, than 
by making the law too rigid to make it impossible for 
the commission to deal equitably with exceptional con- 
ditions. 

The draft bill leaves to the representatives of the 
public the determination of values against which stock 
or bonds are to be issued, upon the theory that if regu- 
lation means anything it means this, so that both in- 
vestors and the public served may be protected against 
fraudulent practices and exaggerated values. Under 
the draft bill appeals may lie to the courts from the 
action of the commission on questions of law but not 
on findings of fact, such as value. Some of those who 
are engaged in establishing new public utilities hold 
the view that upon questions of value, if upon no other 
. question of fact, there should be an appeal to the 
courts. 

If the public assumes responsibility for the values 
against which stocks and bonds may be issued it is 
held by some that the public becomes morally respon- 
sible for the existence of such values. ‘There is at 
least the possibility that in time the public will be 
asked to guarantee the values which it stands sponsor 
for. Should the time come when the public is willing 
to do this, it can undoubtedly secure private funds for 
such enterprises at much lower rates of interest than 
ean be had at the present time. On the other hand, be- 
cause the fixing of values by the public perhaps tends in 
this direction, there are those who maintain that public 
regulation should not attempt to determine values, but 
should call for the most complete publicity. Under such 
a system private investors would be given the fullest 
possible information and would then be expected to 
look out for themselves. There would be nothing in 
such a case to protect the public against unreasonable 
financial burdens as these affect good service, except the 
arbitrary discretion of the public service commission 
in fixing rates. 

It has been suggested that joint use of facilities 
should not be permitted between competing companies. 
The draft bill, however, recognizes the propriety of 
joint use under certain conditions even in such cases, 
and it confers upon the commission ample authority to 
prevent competition where this is not in the public in- 
terest. Yet wherever the joint use of any facility is 
permitted, the management should always be left in 
full control of the owner. 

The draft bill deals with the question of deprecia- 
tion upon the assumption that this term is broad 
enough to include obsolescence and replacement. In 
telegraphing, “depreciation” would usually provide ade- 
quately for replacement, but in telephoning the princi- 
pal cost is not in lines and poles but in service stations. 
For the best service, apparatus that is comparatively 
new must often be discarded in order to give place to 
the latest improvement. The same thing is true in 
power houses of electric railways and probably in a 
greater or lesser degree in connection with every public 
utility which depends upon so new a science as elec- 
tricity. It is very difficult to lay down a general rule 
for depreciation applying to all cases. Probably there 
is no way to deal with this question in a law except to 
give wide discretion to the commission. Sometimes the 
creation of a depreciation fund board to adjust the 
matter from year to year in the light of actual circum- 
stances may offer a wise solution of this very difficult 
problem. . 

As regards state versus local franchises, it is hardly 
conceivable that any locality will willingly abandon its 
right to say whether or not a franchise shall be granted 
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for the use of any of its streets or public places. To 
this extent the co-operation of the locality with the 
state commission is probably essential. But many 
public utilities serve more than one locality, and for 
these there must be state regulation. A state commis- 
sion will necessarily have a wider experience than any 
purely local commission can acquire except in the very 
largest cities, and ordinarily it can command a higher 
grade of expert service for its guidance. To submit 
questions of rates to a local commission is practically to 
permit the users of the service to say what should be 
paid for it. 

The indeterminate franchise is the best form of fran- 
chise, in the interest of the public as well as of the pub- 
lic service corporation, which has yet been developed. 
It would appear to be fair to permit a locality which 
has assented to a fixed term franchise to pass upon the 
conditions of exchange when such a franchise is given 
up for an indeterminate one. Any attempt to bring 
about such an exchange by general law without the 
consent of the locality would be likely to evoke popular 
resentment because of its unfairness. By the draft bill, 
a new locality to be served must give its consent, which 
in its nature will be indeterminate. In doing so, the 
lecality can attach conditions not inconsistent with the 
provisions of the bill itself. 

A local holding company of a local public service cor- 
poration would seem to be of no possible advantage to 
the public. Yet a holding company which controls the 
operations of many small public service corporations in 
as many different localities may offer the public many 
advantages. In the view of some the method of financing 
proposed by the draft bill would be likely to force the 
creation of such holding companies in order to provide 
adequate funds for local service. Whether this be so or 
not, such a company under broadminded management 
might give better service to every locality controlled by 
it than any small-sized locality could command for it- 
self. Whether or not a local company should pass 
under the control of a holding company and what ar- 
rangements should be made in such a case for the pro- 
tection of minority stockholders, would seem to be 
legitimate subjects for the discretion of a public service 
commission. 

Some standard of action must be laid down by law 
for the capitalization of consolidated companies. The 
draft bill leaves large discretion to the judgment of the 
commission. The dissenting report simply proposes a 
different standard. 

The issue between public ownership and operation 
and private ownership and operation under public 
regulation is not wholly and perhaps not primarily a 
question of economics. The application of the state 
civil service law to the men employed by the private 
electric railway whose system was taken over by the 
municipality of San Francisco resulted in many mem- 
bers of the local union losing their positions. The 
effect was so serious that the American Federation of 
Labor sent a commission to Europe this year to study 
particularly this aspect of the question. The civil serv- 
ice system and regulation of rates of pay by law are in- 
consistent with the methods and objects of collective 
bargaining by organized labor. If anyone imagines 
that collective bargaining, including the right to strike, 
may be permanently enjoyed in connection with public 
service, he should recall what happened in democratic 
France when the railroad employees went upon a gen- 
eral strike. The men were ordered to the colors and the 
strike was broken. The attempt to carry out the meth- 
ods of collective bargaining and the right of striking in 
connection with the public service is the pathway to- 
ward -placing every public employment upon a military 
basis. Such questions as these far outweigh in public 
importance the financial questions that are involved as 
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between public ownership and operation and private 
ownership and operation under public regulation. 


CONCURRING AND DISSENTING REPORTS 


Mr. McMillin, chairman of the executive committee 
of the department on regulation of interstate municipal 
utilities, submitted the majority report to the effect that 
the bill is offered in the belief that, as far as it may be 
adopted, it will lead to a better understanding between 
public utilities and the public than has heretofore been 
possible under less carefully drawn legislation and that 


the regulation thereunder will be just and fair to the . 


investor, the owner and the user of the service. 

The dissenting report by Messrs. Bassett, Gray and 
Maltbie criticised the bill as giving commissions no 
jurisdiction over holding companies. The subterranean 
and indirect method of buying up 51 per cent or more 
of the stock of a public utility could be resorted 
to without any check, approval or even investigation, 
and no protection is provided for minority  stock- 
holders. The bill should henceforth prohibit any addi- 
tional shares passing into the hands of holding com- 
panies without investigation and approval by the com- 
mission. Purchases of stock in other public utilities 
should be subject to similar restriction, and companies 
not public utilities should be prevented from acquiring 
stock in public utilities beyond a certain small percent- 
age. Moreover, the commission should always have 
power to impose conditions and enforce regulations to 
protect minority interests and public rights. 

The three dissenters also believed that in no case 
should the capitalization of a merged or consolidated 
company exceed the capitalization of the former indi- 
vidual companies. No commission should be practically 
forced by law, if companies so desire, to make value a 
basis for recapitalization. All the more progressive 
states forbid the direct capitalization of surplus simply 
because it is surplus, and it should not be capitalized 
indirectly by means of consolidation. The present bill 
practically invites consolidation of companies that have 
a surplus with companies that have watered capital. 

The sections relating to franchise grants and munici- 
pal operation ‘should be either omitted entirely or re- 
drafted along different lines. Particularly objectionable 
are the sections which undertake virtually to deprive 
cities of all control over franchise grants affecting their 
own streets. Any utility now operating might under the 
proposed law obtain a new franchise without the con- 
sent of the municipality, abutting property owners or 
the state itself. Moreover, municipal authorities 
would have nothing whatever to say as to the terms of 
any automatically renewed franchise. 


FEATURES OF DRAFT BILL 


The bill provides for a commission of five members 
appointed by the governor for five-year terms. Be- 
sides the usual powers of supervision and investiga- 
tion, the commission is empowered to determine the 
cost or value of public utilities. Rates fixed by the 
commission must be observed for a period to be set not 
exceeding three years. 

No provision in the bill is to be construed as obligat- 
ing the state to pay or guarantee securities or any in- 
terest or dividends thereon. Securities are to be issued 
in an amount reasonably required to enable the utility 
“to perform its duty to the public.” Stock or stock 
certificates may be issued only for money, or services 
or property at the true money value thereof as deter- 
mined by the commission, equal to or in excess of the 
face value of the securities. Bonds and other evi- 
dences of indebtedness may not be issued below 75. 
The commission may require the utility to provide for 
the amortization of discount and expenses over a fixed 
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period. No public utility shall declare any yearly divi! 
dends until provision has been made for this accrued 
amortization. The bond issues must bear a reasonable 
ratio to the stock issues, due consideration being given 
to the nature of the business, credits, earnings and 
prospects and the securing of an adequate relative 
amount of financial interest and risk on the part of the 
stockholders. 

No contracts for consolidations, mergers, leases, or 
franchises (in excess of amount paid to state for grant- 
ing, exclusive of taxes) may be capitalized. The capi- 
talization of a merged or consolidated property must 
not exceed the value of the individual properties as de- 
termined by the commission. If the commission de- 
termines that capital has been or is being impaired or 
that securities have been issued for purposes properly 
chargeable to income, it may require the utility to set 
aside periodically a portion of earnings or moneys not 
derived from the sale of securities and prescribe rules 
governing such a fund. 

The commission receives the power to provide joint 
rates and to enter into an arrangement with a utility 
for the automatic adjustment of charges. It may in- 
vestigate all interstate rates affecting acts within the 
state and apply to the Interstate Commerce Commission 
for relief. It may enforce emergency rates for thirty 
days, to be renewed only after an investigation. 

Every municipally owned and operated public utility 
must comply with the commission’s orders regarding 
accounting procedure and reports. Each public utility 
shall carry a proper and adequate depreciation account 
under commission rules. The commission may from 
time to time fix proper and adequate rates of deprecia- 
tion on the several classes of public utility property. 
Money set aside for depreciation shall be expended, un- 
til required for renewals and replacements, only for 
purposes chargeable to capital, for the retirement of 
obligations or for any other authorized purpose. The 
commission may direct a utility to make provision from 
income other than from capital sources for an impair- 
ment of capital due to depreciation and other causes, 
which impairment was not provided for through charges 
against revenue or otherwise at the time of its occur- 
rence or subsequently. 

Every utility when required by the commission must 
file a certification by a public accountant that it is 
complying with the prescribed accounting system. The 
commission may require this accountant to be not a 
shareholder, officer or permanent employee of the utility. 

Franchises hereafter granted are to be indeterminate 
inform. Existing limited franchises may be exchanged 
for indeterminate ones on filing a consent to future 
municipal purchase, the new franchise to be subject to 
alterations, amendments or repeal by the legislature. 
No municipality can hereafter enter into the original 
construction of a municipal plant for public utility serv- 
ice in competition to a similar existing plant without ob- 
taining a certificate of public convenience and necessity. 
When a municipality desires to take over a utility, the 
commission must set the compensation in one year 
from the date of the first hearing. In the case of a 
utility extending outside the municipality, the commis- 
sion must determine how much shall be purchased. The 
municipality owning a utility may contract with a pri- 
vately owned utility for the operation of all or part 
of the municipal plant. 

Complaints for reparation must be filed within two 
years. The penalty for rebates is three times all sums 
received or accepted for six years prior to action. In- 
connection with the enforcement of the act rigid penal- 
ties are provided, extending from misdemeanors with 
$5,000 fine for violations of orders or divulging com- 
mission information to felonies with five years’ im- 
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prisonment for acts involving moral turpitude, such as 
falsification or destruction of records. 


RESUME OF SUGGESTED AMENDMENTS 


Mr. Kerr’s résumé of points in favor of and opposed 
to various features of the bill, as brought out in con- 
ferences and correspondence, covers such subjects as 
the following: Commission supervision over the oper- 
ation of municipally owned and operated plants, public- 
ity of records, effective period for rates fixed, issuance 
of securities, capital of consolidated companies, indeter- 
minate franchise, rates, depreciation and municipal 
purchase. The character of the résumé is shown by the 
following abstracts of material concerning the last three 
points: 

To the minds of some the bill should make clear that 
inadequacy is an element in judging rates just as much 
as justness and reasonableness. In reply, it was as- 
serted that the rule of justness and reasonableness in- 
cludes adequacy and every other element of rate reason- 
ableness. On the other hand, it was stated that were 
the rule changed to specify adequacy as one of the ele- 
ments of reasonableness, the courts would be likely to 
assume jurisdiction on the determination of what con- 
stitutes adequacy in a particular case, which would be 
undesirable. It was also said that no change should be 
made in any rates before authority therefor had been 
obtained from the commission, but the public utility 
should not be relieved of its duty of fixing rates in the 
first instance, subject only to supervision and exercise 
of mandatory powers in case of necessity. In answer to 
statements that an investigation of interstate rates by 
the state commission would result in a double investiga- 
tion, it was asserted that it is a proper function of the 
state commission to report to the Interstate Commerce 
Commission matters which it thinks require remedying 
but which it has not the power to take up. 

The sections regarding depreciation roused consider- 
able difference of opinion. It was suggested that each 
utility should be required to make such reasonable pro- 
visions for the replacement and renewal of its property 
as was necessary to enable it to maintain the adequacy, 
efficiency and quality of its service, but not to attempt 
to provide a fund to offset theoretical depreciation. It 
is pointed out, however, that whether depreciation means 
so-called theoretical depreciation or merely provision 
for replacements and renewals, the draft bill does not 
attempt to say. The fundamental purpose of a deprecia- 
tion account seems to be to keep a continuing and ac- 
curate balance between property values and the amounts 
at which they are entered in the books of accounts. In 
the case of a going concern, it would be absurd to apply 
the depreciation sections of the draft bill so as to accom- 
plish over a period of years by regular deductions from 
earnings the creation of a fund held intact equalling the 
original cost of the property. To the.drafters of the 
bill the term “depreciation” is used generically to de- 
note loss of value, whether due to wear and tear, natural 
causes, improvements in the art, or what not. 

It was thought that a municipally owned utility under 
the bill must secure a certificate of public convenience 
and necessity even when using service for municipal 
purposes only. It was suggested that an election re- 
garding municipal ownership should be held not less 
than four months after the vote by the municipal coun- 
cil on the question, but no such provision was made in 
the draft bill on account of the radical differences in 
the policies of the several states upon this question. The 
- point of providing against the cost of severance when 
only part of an existing utility property was taken over 
_by a municipality was raised. It was considered im- 
portant, but its Gefermaination. was said to depend large- 
ly on the local law. 
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The Code of Principles 


STONE & WEBSTER 
BosTon, MAss., Nov. 12, 1914. 
To the Editors: 

I thank you for the copies of the ‘Code of Princi- 
ples” of the American Electric Railway Association. 
Each of the ten articles is so concise and expressive 
that the code cannot fail to make a deep impression on 
everyone who reads it. I hope that the code will reach 
the same prominence that the “safety first’ movement 
has already attained in this country. 

I should be glad to see a copy of these ten prin- 
ciples posted in every power station, every electric 
car and every voting booth in the United States. If 
the people of this country can be brought to realize 
clearly that their own prosperity and that of their cities 
and towns. depend largely upon their public utilities 
then that spirit of antagonism which is now so com- 
mon will no longer exist. The prosperity of any com- 
munity and the corporations that serve it are insepara- 
bly linked. A full understanding of this by the people 
and the companies will result in co-operation and avoid 
dissensions. 

When the electric railroad was first developed and in- 
troduced, every city and town was ready to offer induce- 
ments to capital to invest in their city, and the ad- 
vantages to the community were clearly recognized. It 
was a wise policy and made it possible for the United 
States to quickly build up for the people the best 
systems of local transportation facilities in the world. 

These systems are still needed, and further develop- 
ment of them is imperative if our country is to grow. 
The present hostile attitude of many communities has 
been bred plainly by a misunderstanding of the true 
conditions. The more prominence that is given to this 
“Code of Principles” the more clearly the public will 
come to understand what the true conditions really are. 

CHARLES A. STONE. 


BOSTON ELEVATED RAILWAY 
Boston, MaAss., Nov. 10, 1914. 
To the Editors: 

The “Code of Principles” adopted by the American 
Electric Railway Association at its recent convention 
represents a well-considered attempt to set before the 
industry and the public in condensed form ten funda- 
mental points of view designed to be useful in public 
relations. Every effort to bring about a better under- 
standing of the mutual obligations of the companies and 
of the public is commendable, and such an expression 
of rights and responsibilities will tend to clear the air 
in many localities. The code in general seems applicable 
to both small and large companies, and its usefulness 
should thereby be enhanced. 

Without criticising the intent of the separate items, 
it would seem that greater emphasis should be laid in 
the future upon reasonable wages and upon the pay- 
ment of a reasonable return on the investment as the 
foremost essential of successful public utility manage- 
ment. The whole scheme of private ownership hinges 
upon the latter. Efficient service is unquestionably de- 
sirable from every point of view, but it should not be 
forgotten that the best modern facilities are closely re- 
lated to a reasonable return on capital. The provision 
of the most advanced standards of service depends di- 
rectly upon the prospect of a fair return, which is only 
another way of saying that prosperous electric railway 
companies are a fundamental necessity to sound trans- 
portation development under a régime of publicly regu- 
lated private enterprise. 
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The code covers a broad range of subjects which can- 
not be discussed adequately in a few words. Its empha- 
sis upon the detrimental effect of short-term franchises 
upon civic welfare and growth and the desirability of 
divers methods of valuation in appraisals is well taken. 
The more angles from which the latter subject can be 
viewed the less likelihood there is of a one-sided con- 
clusion. The clause pointing out that electric railways, 
being public servants regulated by public authorities, 
should be protected against excessive demands of labor 
and strikes will be generally conceded within the Asso- 
ciation. Just how this can be brought about is the 
problem, and this portion of the code will have served a 
good purpose if it leads to practical results. The code 
wisely does not attempt to settle the problems of the 
industry in detail, but it furnishes a starting point for 
much valuable discussion, such as Mr. McCarter has 
contributed to the Nov. 7 issue of the ELECTRIC RAIL- 
WAY JOURNAL, pages 1047-1049. 

Some of the principles laid down have been pEattised 
in Massachusetts from the early days of commission 
regulation, notably the issuing of securities on the basis 
of a fair capitalization; the safeguarding of the public 
interests by the authority given to the regulative body; 
State as differentiated from municipal supervision; and 
the full publicity of sources and amounts of receipts 
and expenditures. In the recent Middlesex & Boston 
rate decision of the Massachusetts Public Service Com- 
mission the right of capital to a living wage is also set 
forth in terms generally harmonious with the spirit of 
the code. It is to be hoped that the truths there em- 
bodied will find widespread popular acceptance. 

WILLIAM A. BANCROFT, President. 


WEST PENN RAILWAYS 
CONNELLSVILLE, PA., Nov. 4, 1914. 
To the Editors: 

I wish that you would send me eight extra copies of 
the “Code of Principles,” published as a supplement in 
your issue of Oct. 31. I want to have them framed and 
hung in several of our most important waiting rooms. 
I believe that the principles in this code will be appre- 
ciated and thoroughly understood by a large percentage 
of the traveling public and will assist in improving the 
relations between the electric railway companies and 
the public. M. A. CoFFry, 

Superintendent of Transportation. 

[EDITORS’ NoTE: We have on hand a number of 
extra copies of the supplement to our issue of Oct. 31, 
containing the “Code of Principles,” and will supply 
these gratis as long as they last to electric railway 
companies desiring to post them in public places. | 


The Revival of the Flagging Rule 


ILLINOIS TRACTION SYSTEM 
SPRINGFIELD, ILL., Nov. 2, 1914. 
To the Editors: 

Referring to your editorial headed “Revival of the 
Flagging Rule” and previous articles concerning * the 
same question, all of which have been carefully consid- 
ered by the writer, we have come to the conclusion that 
almost everybody who has had to do with this particu- 
lar question seems to be somewhat mixed. The argu- 
ment is, as we see it, what will a train crew do when 
finding a block signal set at danger, with all means of 
communication with the dispatcher cut off and with a 
right to proceed so far as time-card rights are con- 
cerned. Our answer to this proposition is that they 
should wait the number of minutes necessary for a 
train under reasonable conditions to arrive, or come 
from the next siding ahead, after which they should 
proceed carefully under the protection of a flag where 
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the same should be necessary—that is, around: curves, 
up grades, or over any part of the track where the 
vision is obscured. This should, however, apply only 
to roads that are equipped with block signals. An oc- 
currence of this kind in the present day is very rare. 
I know of no such happening on this line since the sig- 
nals have been installed. 

With reference to the flagging rule in the 1909 book 
of rules, which was intended for non-signalled roads, 
I will say that, when the 1911 revision of interurban 
rules was being discussed, this particular rule brought 
out considerable argument both for and against it. It 
was finally decided that a rule ‘which permitted a train 
crew to flag itself beyond a positive meeting point (such 
as that appearing in the 1909 code) was not only bad 
practice, but unreasonable. Also, unless it was carried 
out with the best of judgment, the rule was unsafe, and 
hence it was eliminated in the revision of rules in 1911. 

Unless the telephone lines are out of use or destroyed 
for some considerable distance, or in other words, for 
a number of sidings, there is hardly an emergency 
which can arise that will delay the operation of trains 
very seriously. The ordinary telephone trouble does 
not delay trains to any extent, as it is seldom that trains 
on the average interurban railroad are off time. When 
they are off time to any extent there is generally some 
unusual reason for it and provisions are easily made to 
straighten it out one way or another. Considering this, 
we feel that it would be much better to delay a train 
a reasonable length of time than to take a chance of 
having trains meet on the main line (even though no 
damage was done), as this would at least create consider- 
able comment from passengers and would naturally ad-. 
vertise the road- and its methods of operation. 

With proper supervision we can see no argument for 
the flagging rule as it was in the 1909 book of rules. 
From this you can readily see our position in reference 
to the flagging rule as we understand it in the opera- 
tion of signals. We know of no rule in the A. R. A. 
code of rules which permits a train crew to flag itself 
out of a meeting point given by train order or time 
eard, although the train may move under the protection 
of another train which has train-order or time-card 
rights, and consequently, we do not believe that the 
interurban code of rules should contain a flagging rule. 

C. F. HANDSHY, Assistant General Manager. 


Indexing Technical Information 


Macon, GA., Oct. 30, 1914. 
To the Editors: 

Since the publication in the ELECTRIC RAILWAY JOUR- 
NAL for Oct. 3 of Mr. Alvord’s article on “How to Use 
the Technical Journal,” a number of short items have 
appeared in technical papers describing various filing 
systems. All of these have merit and prove that en- 
gineers and other technical readers have given much 
thought to preserving or recording the material that in- 
terests them, the principal object being to render such 
matter serviceable and accessible. Where a man is per- 
manently located, and has the facilities to keep them up 
almost any filing system may be made as serviceable and 
expansive as desired, but the work must be conscien- 
tiously carried out in all of its detail for otherwise such 
systems frequently become a hopeless muddle. 

But the reader who keeps his files up through his 
own individual effort, and who is confronted with the 
necessity or inclination to keep them in a compact and 
even portable form, soon finds the various card indexes 
and filing systems a burden to be discarded because of 
their bulk or of the labor necessary for their upkeep. 
Nevertheless, he feels the need of some form of taking 
care of certain data in an economical and quickly ac- 
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cessible manner. This one feature, accessibility, is per- 


-haps the keynote to the whole problem. The purpose of 


at ie 


this article is to describe a system that not only is ac- 
cessible but is also compact and simple to maintain. 

The illustration shows a file that has been in con- 
stant use for nearly ten years, holding many hundreds 
of valuable clippings, photographs, small drawings, cuts, 
typewritten sheets, etc., put up in a shape sufficiently 
portable to be carried in an ordinary suit case, yet ad- 
mitting expansion or contraction to any desired degree. 
Scarcely any of the original matter remains in this par- 
ticular case, as it is constantly being discarded for 
fresher or more desirable data, the prime object being 
to retain a compact working library of such material. 
Yet the matter discarded has not been lost track of 
and may readily be located in any of the larger libraries 
located about the country. 

The elements of the system are simple and inexpen- 
sive, consisting of (1) a 600-page book in limp leather 
binding, the first fifty pages being alphabetically in- 
dexed from “A” to “Z” and the rest numbered consecu- 
tively, and (2) a dozen or more grip files or pasteboard 
covers having flexible backs with two pins or spiles with 
a covering clamp to bind the filed sheets together, a 
device more satisfactory for its purpose than any of the 


LEATHER-BOUND PERMANENT. RECORD BOOK AND SPECIAL 
FILES FOR HOLDING DATA 


loose-leaf ring binders. These files are made to accom- 
modate ordinary correspondence paper, but will readily 
take the large pages of the technical journals such as 
ELECTRICAL RAILWAY JOURNAL and the Enginering 
News. These pages usually have sufficient margin to ad- 
mit trimming three sides to a template, leaving the inside 
margin for binding. Larger material may be folded, 
leaving one edge projection for binding, while small 
clippings may be pasted either singly or in groups on 
ordinary typewriter paper and then inserted. No special 
punch is necessary, although one adds to the neatness of 
the binding, as each cover contains a small flap that 
may be turned down over the edge of the sheet to be 
bound, and holes may be punched by pushing the sharp 
point of a hard lead pencil through the two eyelet holes 
provided for that purpose. These files cost 15 cents 
each, less in quantities, and may be obtained from al- 
most any stationer. 

In this file each cover represents an individual sub- 
ject or group of subjects, and each cover carries in the 
space provided an index letter and the title of its volume 
as 

Volume A—Personal Clippings. 

Volume B—Steel Construction (all kinds). 
Volume C—Electric Railway Data. 
Volume D—Concrete Construction. 
Volume E—Architecture. 
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This lettering is continued for as many volumes and 
general or special topics as desired. It has the advan- 
tage of holding all material relating to that particular 
topic tightly bound in that volume, but no attempt to- 
ward further classification is made in these covers. 
Hach sheet as entered is given the next higher number, 
page 1 being in the back of the book and the highest 
number always on top. To facilitate indexing, a small 
red margined Dennison sticker is attached in the upper 
right-hand corner and on it is placed the index number, 
volume and page, as 54 C 201, the first figure referring 
to the page the article is indexed on in the index volume. 

In reading the technical papers three classes of ma- 
terial are found: (1) That which you have no desire to 
keep or refer to; (2) that which you have no desire to 
keep but which you do not care to lose track of alto- 
gether; (8) that which, at the time of filing, you think 
is worth keeping for future reference. The first is, 
of course, discarded, the second is recorded under the 
proper heading of the index before discarding or being 
placed in the library, the name of the article, the pub- 
lication and. date being entered as described further 
along, while the third class is clipped and filed in the 
volume assigned to that group of material. For in- 
stance, an article describing the Dallas street railway 
shops will be placed in volume ‘“‘C,” which in this case 
contains electric railway data, and is also recorded in 
the index with the addition of the volume letter and 
page number. 

Now suppose it is desired to locate any or all of the 
material filed or recorded on car shops, we turn to “EK” 
in the index where we find, 


Blectric <Railway—- crate. bi. s .s ca when page 51 
POwWerer Ants... seus t page 52 
MESES. yas. sss we naam. page 53 
GES ee eT page 54 

or under “C” we find, : 
Car Shops—Steam Roads ................. page 44 
WIECTY ICS OMUGa ries «..4 4 <5 dono eae age 54 


This is a portion of the general index to the whole 
system, and once established requires no further atten- 
tion except to add an occasional new sub-title. © 

Turning to page 54 we find the heading “Electric 
Railway Car Shops” and under it, 

Bedford Shops, Chicago Tribune, Jan. 3, 1910. 

A. C. C. L. Shops, Eng. News, June 6, 1912. 

Macon Ry. & Lt. Co. Shops, Hng. & Contg., May 18, 
1914, Vol. A, 106. 

Dallas Street Railway Shops, ELECTRIC Ry. JR., Sept. 
19, 1914, Vol. A, 201. 

Each page of the index volume is devoted to some 
sub-title and on it we find recorded articles which have 
not been retained but which can be readily located if 
we care to go to the trouble. We can also locate in our 
own file the article or articles that have been retained. 
In every case the volume letter and page number are 
recorded in pencil to permit erasure should the article in 
question be removed from the file, but in any case the 
title and location of the original recorded in ink are 
retained. A 5%%-in. x 9-in. 600-page book will be suffi- 
cient for a glossary of all the material the average man 
will care to index himself in a lifetime, while his filed 
material can be expanded or contracted as suits his 
fancy. 

The description of this method may appear formid- 
able, but in reality hardly anything simpler can be de- 
vised. The preliminary index or skeleton is permanent 
and the only entry made, whether the article is filed or 
simply recorded, is the one line entry under the proper 
sub-heading, no further cross-indexing being necessary 
as that has already been taken care of. A decimal sys- 
tem of numbering may be used but the advantages are 
hardly worth the extra effort. As the volume letter and 
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page number readily locate it, material does not even 
need to be grouped in the files, except as such grouping 
adds to the convenience of having one volume devoted 
to one subject. Nor does a temporary suspension of in- 
terest in filing and indexing serve to disarrange the file 
which requires a surprisingly small amount of time to 
keep up. Also any single unit of the file may readily 
be split up or rearranged, as the page numbers are in 
pencil and these constitute the only part of the record 
to be changed. CARL H. FULLER, 
Formerly Engineer of Maintenance of Way, 
Macon Railway & Light Company. 


British See Opening for Railway Materials 


According to The Electric Ratlway and Tramway 
Journal of recent date, the principal German markets for 
railway material in 1912 and the aggregate amount 
sent to each were as follows: Dutch East Indies, 
£518,900; Turkey, £473,200; Argentina, £319,100; 
Sweden, £303,700; Switzerland, £288,000; Netherlands, 
£297,600; Chile, £193,900; Brazil, £181,100;- United 
Kingdom, £180,100; Japan, £166,900, and Denmark, 
£150,400. Divided according to kind of. material, the 
German exports for rails in 1912 to all markets 
amounted to £2,900,600; steel railway ties, £763,800; 
angle plates and base plates, £329,000; fish plates, screws 
and wedges, bolts, gage bars, clamp plates and spikes, 
£250,000; metal fittings and buffers, £75,400; railway 
switches and signal parts, £119,200; carriage and buf- 
fer springs, £92,900. The most important item exported 
was rails, accounting for fully one-half of the total. 

In comparing the British and German exports in 
rails, it is stated that'in India and Australia the British 
hold an overwhelmingly strong position, but in South 
Africa their position is not so strong, although they al- 
ready hold four-fifths of the trade. In Egypt, Portu- 
guese East Africa and Argentina, the British share is 
larger than the German. In the European markets and 
in the Dutch East Indies the British have hitherto 
hardly been represented. In the case of chairs and ties, 
the position is practically the same as with rails—a 
strong position in British colonial markets and Portu- 
guese East Africa and a weak position elsewhere. It 
is estimated that the aggregate value of the trade in 
railway materials which may be diverted from Ger- 
-many and Austria-Hungary consists of £179,400 in the 
United Kingdom markets and £3,849,000 in colonial and 
neutral markets, or a total of £4,028,400. 


Second Issue of ‘‘The Americas’”’ 


The National City Bank has just published the sec- 
ond, or November, issue of its magazine entitled “The 
Americas.” Some of the most interesting articles are 
as follows: “A New Application of Trade Diplomacy,”’ 
by William C. Redfield, Secretary of Commerce; 
“Financial Conditions in Argentina” and “The First 
Effects of the European War,” by R. O. Bailey; “The 
Present Best Policy of South American Trade,” by 
John Barrett, director general of the Pan American 
Union; “Organizing to Reach the Merchant’; “The 
South American Commission House” “Using the Indi- 
vidual Salesman”; “The Advantage of Co-operation in 
Latin-American Credits,” by James Matthews, credit 
manager National City Bank, and “Banking Accept- 
ances and Dollar Credits.” 

One article describes the efforts of England to secure 
the commerce of Germany through such means as the 
formation on Oct. 8 in London of the Institute of Com- 
merce. The French also hope to secure new markets in 
South America. Mr. Bailey says that influential 
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Americans already established in Argentina are re- 
ported to be opposed to an increase of American trad- 
ing. An effort six months ago to establish an American 
Chamber of Commerce in Argentina is said to have 
failed on account of a fancied infringement of estab- 
lished rights. 

The National City Bank’s branch at Buenos Aires was 
formally opened at 321 Calle Rivadavia on Nov. 10 
under the management of John H. Allen. . 


General Outlook in America 


In his presidential address on Nov. 12 before the 
convention of the Investment Bankers’ Association of 
America at Philadelphia, President George B. Cald- 
well, vice-president Continental & Commercial Trust & 
Savings Bank, Chicago, IIl., said that Americans should 
hold steadfastly to a belief in our banks, our securities 
and our government, as well as in American ability to 
overcome conditions that three months ago seemed in- 
surmountable. 

In enumerating seven things about which Americans 
should be hopeful, Mr. Caldwell mentioned American 
neutrality and peace, the annual surplus of about $10,- 
000,000,000 of agricultural products to sell and the 
stimulus being received by American manufacturers on 
account of demands from abroad. In regard to the re- 
purchase of a large amount of securities from Europe 
Mr. Caldwell said that it would be done at a very low 
price, and moreover, would have to be accomplished but 
once. 

Moreover, speculation in this country was at a. 
low ebb when the war started, and business was being 
done on a 6 per cent money market, so that it was im- 
possible to drop from a very high level and greatly to 
demoralize business. Mr. Caldwell also believed that 
after ten years of agitation the United States is ap- 
parently approaching the time when people will not con- 
tinue to listen to attacks upon big business and con-— 
structive wealth. They are beginning to realize that. 
their welfare depends upon the welfare of those com- 
panies in which their savings are invested. As a last 
reason for optimism Mr. Caldwell observed that the new 
banking and currency act will soon release a large 
amount of money now in reserve, more than enough to 
make the early retirement of clearing house certificates. 
and emergency currency possible, thus putting the 
banking houses of the country in a position they held 
July 30, 1914. 

In Mr. Caldwell’s opinion, every possible precaution is 
being taken in America to minimize the evil effects of the 
European war, and it now seems possible that the loss 
to American enterprise will be confined to a shrinkage 
of income with little or no encroachment upon capital. 
Some see in the present situation a long siege of calam- 
ity, but with new tools in the form of new laws to work 
with, the man with power of analysis and foresight born 
of experience knows that it is always possible to turn 
every advantage into a favorable condition for trading. 
Events are rapidly transpiring to bring about condi- 
tions more nearly normal. 

The investment banker, according to Mr. Caldwell, 
has been for all time the medium through which secured 
credits were purchased and distributed, and on account 
of his organization, his ability to mobilize capital and 
his optimistic efforts and usefulness, he must continue 
to be recognized as most useful to society. Tempo- 
rarily restrained, he will resume his activities and use- 
fulness as quickly as the machinery can be put in order 
and the banks of the country give the word. In behalf 
of the Investment Bankers’ Association, Mr. Caldwell 
says it does not lack in individual energy or initiative 
with which to’meet the future. 


+f 


——... 


NOVEMBER 14, 1914] 


ELECTRIC RAILWAY JOURNAL 


1108 


American Association News 


Opening of the New Association Year is Marked by Many Committee Meetings—Engineering and Trans- 
portation & Traffic Associations Have Selected Subjects Which Will Be Announced Soon— 
Index Bureau Subscription Is In Danger 


The present week has been a busy one at association 
headquarters as the following committee meeting sched- 
ule was adhered to: 

Monday, Nov. 9; committee on compensation for 
carrying United States mail, American Association; 
committee on subjects, Engineering Association. 

Tuesday, Nov. 10; executive committee, Engineering 
Association; committee on annual dinner, committee on 
subjects and special membership committee, American 
Association. 

Wednesday, Nov. 11; committee on subjects, Trans- 
portation & Traffic Association. 

Thursday, Nov. 12; executive committee, Transporta- 
tion & Traffic Association. 

A meeting of the national joint committee on elec- 
trolysis was also held on Friday, Nov. 13, at the head- 
quarters of the American Institute of Electrical Engi- 
neers. The association has adequate representation on 
this committee. 

A meeting of the joint committee on overhead and 
underground crossings is scheduled for Tuesday, 
Nov. 17. 

The association is also interested in the meeting of 
the A. I. E. E. committee on standards which is being 


_held in New York to-day. 


AMERICAN ASSOCIATION COMMITTEES 


At the meeting of the committee on compensation for 
carrying United States mail, held on Monday, there 
were present the following: Capt. A. R. Piper, Brook- 
lyn Rapid Transit Company, chairman; W. H. Collins, 
Fonda, Johnstown & Gloversville Railroad; T. C. 
Cherry, Maryland Electric Railways Company; P. N. 
Jones, Pittsburgh Railways, and J. H. Neal, Boston 
Elevated Railway Company, representing H. P. Lyons. 

The committee prepared information for the use of 
the joint committee of the House of Representatives 
and the Senate of the United States on postage on sec- 
ond-class mail matter and compensation for the trans- 
portation of mail, as requested by Senator Bourne, 
chairman of the committee. The report contains statis- 
tical information relating to the transportation of mail 
matter by electric lines and it was immediately for- 
warded to Senator Bourne. 

The special committee on membership appointed by 
the executive committee of the American Association 
at Atlantic City held a preliminary meeting on Tues- 
day. Those in attendance were L. 8S. Storrs, Connecti- 
cut Company, chairman; C. L. Henry, Indianapolis & 
Cincinnati Traction Company; James H. McGraw, 
McGraw Publishing Company, Inc.; 8. K. Colby, Allen 
& Peck, Inc., and J. H. Hanna, Capital Traction Com- 
pany, representing L. P. Crecelius. The committee is 
formulating a report to be presented later to the execu- 
tive committee of the American Association. 


JOINT MEETING OF AMERICAN AND MANU- 
FACTURERS’ ASSOCIATIONS COMMITTEES 


A joint meeting of the subjects committee of the 
American Association and the committee on annual 
dinner of the American and Manufacturers’ Associa- 
tions was held on Tuesday to consider the details of the 
mid-year meeting and the annual dinner. As the decision 


had already been reached that the mid-winter meet- 
ing should be held in Washington on Jan. 29, and that 
it should consist of but one session for the presentation 
of addresses, the work of the committee was consider- 
ably simplified. The committee decided to hold the 
dinner on the evening of Jan. 29 and considered at length 
the program for the annual meeting and the dinner. 
A tentative program was prepared and speakers will be 
invited at once to participate. Due announcement of 
the names of these will be made. The committee de- 
cided that there should be no reduction in the number 
of addresses from that usual at mid-winter meetings 
and that the discussion should continue until all of the 
speakers had been heard. The committee plans to util- 
ize the opportunity for securing prominent speakers af- 
forded by the fact that the meeting will be held in 
Washington. 

The following committee on arrangements for the 
dinner was appointed to look after details of this fea- 
ture: J. H. Hanna, Capital Traction Company, chair- 
man; W. F. Ham, Washington Railway & Electric 
Company; S. K. Colby, Allen & Peck, Inc.; C. C. Pierce, 
General Electric Company, H. G. McConnaughy, Dear- 
born Chemical Company, and E. B. Burritt, secretary. 
This committee will have general charge of the ar- 
rangements for the banquet, but the details will be in 
charge of a sub-committee to be known as the commit- 
tee on arrangements, comprising Messrs. Burritt and 
McConnaughy. 

A committee on transportation was also appointed 
consisting of Bertram Berry, Heywood Brothers & 
Wakefield Company, chairman; J. A. Kucera, ELECTRIC 
RAILWAY JOURNAL, and Harlow C. Clark, Aera. 

Those in attendance at this meeting were C. L. Henry, 
Indianapolis & Cincinnati Traction Company; J. H. 
Hanna, Capital Traction Company, representing L. P. 
Crecelius, president: of the Engineering Association; 
William Tichenor, Terre Haute, Indianapolis & East- 
ern Traction Company; Harlow C. Clark, Aera; C. C. 
Pierce, General Electric Company; 8S. K. Colby, Allem 
& Peck, Inc.; Bertram Berry, Heywood Brothers & 
Wakefield Company, and E. B. Burritt, secretary 
A. E.R. A. 


ENGINEERING ASSOCIATION COMMITTEES 


At the meeting of the committee on subjects held on 
Monday there were present: John Lindall, Boston Ele- 
vated Railway, chairman; J. H. Hanna, Capital Trac- 
tion Company; Martin Schreiber, Public Service Rail- 
way; L. P. Crecelius, Cleveland Railway, and F. R. 
Phillips, Pittsburgh Railways. 

The committee drafted a report assigning subjects 
for investigation by different committees for the com- 
ing year for consideration of the executive committee, 
which met on the following day. 

The executive committee met on Wednesday with the 
following in attendance: L. P. Crecelius, Cleveland 
Railway, chairman; John Lindall, Boston Elevated Rail- 
wav; F. R. Phillips, Pittsburgh Railways; H. F. Mer- 
ker, East St. Louis & Suburban Railway; G. W. Palmer, 
Bay State Street Railway; W. G. Gove, Brooklyn Rapid 
Transit Company; J. H. Hanna, Capital Traction Com- 
pany, and Martin Schreiber, Public Service Railway. 

The committee approved the recommendations of 
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the committee on subjects, and these will be announced 
as soon as the appointment of committees has been com- 
pleted. All of the committees of last year were con- 
tinued and a new special committee on lightning protec- 
tion was appointed. The committee voted to request 
from the American Electric Railway Association the 
sum of $4,000 to carry on the work for the coming year. 
A set of rules was also drafted as a guide in the con- 
sideration of matters jointly with other associations. 


TRANSPORTATION AND TRAFFIC ASSOCIATION 


The committee on subjects of this association met 
on Wednesday and formulated plans for the year for 
submission to the executive committee, which met the 
following day. There were present: EH. F. Schneider, 
Cleveland, Southwestern & Columbus Railway, chair- 
man; H. C. Donecker, Public Service Railway, and L. 
H. Palmer, Harrison Williams Company. 

The executive committee of the same association met 
on Thursday to consider the report of the committee 
on subjects. There were present: M. C. Brush, Bos- 
ton Elevated Railway, chairman; R. E. Danforth, Pub- 
lic Service Railway; T. C. Cherry, Maryland Electric 
Railways; H. A. Nicholl, Indiana Union Traction Com- 
pany; C. D. Emmons, Chicago, South Bend & Northern 
Indiana Traction Company; L. H. Palmer, Harrison 
Williams Company; E. F. Schneider, Cleveland, South- 
western & Columbus Railway; H. C. Donecker, Public 
Service Railway, and E. B. Burritt, secretary A. E. 
R. A. 

The committee approved the report of the committee 
on subjects, the details of which will be made public 
shortly, and considered carefully the personnel of the 
several committees to insure the continuation of the 
excellent work of former committees. It was decided 
that reports of committees should be received on May 
1 to insure proper consideration before the convention. 
The appointment of a committee on standards, to com- 
prise eleven members, was authorized. This will con- 
sist of the chairmen of the committees on rules, pas- 
senger traffic, express and freight traffic, construction 
of schedules and time-tables, and training of transpor- 
tation employees, and of one member at large from each 
of these divisions of transportation work, and of the 
chairman who shall also be chosen at large. It was 
further recommended that a joint committee with the 
Claims Association be appointed to consider the train- 
ing of transportation employees, particularly with a 
view to utilizing the experience of the claims depart- 
ments with accidents, without interfering with dis- 
cipline. 


ULTIMATUM ON THE INDEX BUREAU SERVICE 


At the Atlantic City convention the executive com- 
mittee of the American Association voted to discon- 
tinue the subscription to the Hooper-Holmes Bureau 
service on Dec. 31 unless much greater use is made of 
it than at present by the member companies. Circular 
letters are now going out from H. V. Drown, chairman 
of the Claims Association committee on index bureau, 
and from the central office, calling attention to the 
situation and to the facts underlying it. From these 
letters it appears that the small companies in particu- 
lar are not using the bureau as they profitably could, 
and that those who are using it are receiving great 
benefit. Under the arrangement with the bureau mem- 
bers of the association have the privilege of filing re- 
ports of accidents and receiving in return, for a nomi- 
nal consideration, reports upon such cases as involve 
individuals known to the bureau. There are now on 
file with the bureau more than 3,000,000 records, and 
the number is increasing by 500,000 each year. 
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Meetings of Anthony N. Brady Medal ,, 
Award Committee 


Meetings of the committee of men not identified with 
railway operation appointed by the American Museum 
of Safety to award the safety medals founded by the 
relatives of the late Anthony N. Brady were held in 
New York on Nov. 12 and 18. Those present were: 
Bion J. Arnold, Chicago, chairman; Frank J. Sprague, 
New York; James H. McGraw, New York, and W. H. 
Tolman, secretary-director of the American Museum of 
Safety. The committee met to award the medals under 
conditions prescribed by the committee of the American 
Electric Railway Association comprising A. W. Brady, 
Indiana Union Traction Company; C. S. Sergeant, Bos- 
ton Elevated Railway, and Frank Hedley, Interborough 
Rapid Transit Company. The data furnished by a num- 
ber of electric railways, which had complied with the 
request of the committee for information regarding ac- 
cidents and the means taken to prevent them, were con- 
sidered by the committee and will have further study. 
The competition has naturally awakened great interest 
and the committee was pleased to note how widespread 
and substantial is the safety movement. 


Eleven Fundamental Principles 


P. W. Brooks & Company, New York, have recently 
issued an interesting pamphlet dealing with eleven fun- 
damental economic principles that should be followed 
by an investor in buying securities. The value of pub- 
lic utility bonds is tested from the eleven standpoints. 
These are demand; relation of supply and demand; ef- 
ficient management; supervision by commissions; finan- 
cial analyses of condition; attitude of national banks; 
successful operation; test by time, panic and war; free- 
dom from competition; small denomination of bonds and 
certificates; and a yield, proportionate to the cost of 
living. In the light of each point, all public utility 
bonds are said to qualify as a safe and substantial in- 
vestment. 

The point of successful operation is discussed in con- 
nection with net earnings and the risk of receivership 
in per cent of capital invested. For the last thirty 
years public utilities have earned 8.45 per cent, as com- 
pared to 4.25 per cent for steam railroads and 7.79 per 
cent for industrials. The risk of receivership for the 
same period has been 1.84 per cent for steam railroads, 
2.07 per cent for industrials and 0.37 per cent for pub- 
lic utilities. During the period of panic and its effects 
from 1907 to 1911, the net earnings of public utilities 
showed an increase of 60 per cent for gas and electric 
companies, 20 per cent for electric railways, and only 
5 per cent for steam railroads. It is stated that in no 
other class of securities is there such a large propor- 
tion of bonds of $100 and $500 denominations. This 
gives public utility bonds two important advantages, in 
that they offer 5 and 6 per cent to the investor on sav- 
ings which have not yet reached the amount necessary 
for investment in other bonds, and they have a very 
broad direct distribution. This return of 5 and 6 per 
cent, moreover, is accompanied by a high degree of 
safety. 

The business of public utilities is said to be growing 
more than twice as fast as the railroad business, and 
to meet the increased demands of the public for. public 
utility services it is estimated that $1,200,000,000 of 
new capital per year will be required. 


The work of. D. W. Merritt, chief despateter of the 
San Antonio (Tex.) Traction Company, was described 
and illustrated in the San Antonio Light recently. 


———— 
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Equipment and Its Maintenance 


Short Descriptions of Labor, Mechanical and Electrical 
Practices in Every Department of Electric Railroading 


| 


A Combined Steady Brace and Feed Tap 


BY E. S. ELLIS, SUPERINTENDENT OF CONSTRUCTION 
CLEVELAND, ALLIANCE & MAHONING VALLEY 
RAILROAD, ALLIANCE, OHIO 


The Cleveland, Alliance & Mahoning Valley Railroad 
for a year and a half has been operating a 19-mile line 
between Alliance and Ravenna. Last year it began the 
construction of its Ravenna-Warren division, a distance 
of 17 miles, and it is now constructing between New- 
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COMBINED STEADY BRACE AND FEED TAP 


town Falls and Warren an 11-mile section. The com- 
pany also proposes to extend its lines northward from 
Ravenna to and through Hudson, Twinsburg, Falls 
Junction and Randall to Cleveland, a distance of about 
81 miles. Even the city trackage is on right-of-way. 
We had much trouble with the steady braces and feed 
taps on our catenary line until the writer hit upon the 
following scheme for combining the feed tap and steady 
brace in one. As shown in the accompanying sketch, 
the same feed tap insulator as used for ordinary feed 


‘taps is clamped to the mast arm. With this insulator 


we use a piece of feeder to make the tap, the same piece 
also acting as a steady strain. A standard ear is 
screwed on the wire and clamped to the No. 0000 trolley 
to complete the connection. 


Detroit Paint Shop Work-Card System 


BY C. L. KELLER, ASSISTANT MASTER MECHANIC DETROIT 
UNITED RAILWAY 


A change from the flat-rate-per-day plan of payment 
to the piece-work system necessitates a corresponding 
change in timekeeping methods, which may result in 
the error of “too much system” if not carefully studied 
and safeguarded. A piecework timekeeping system in 
which both accuracy and simplicity are embodied is now 
in force in the Highland Park shops of the Detroit 
United Railway. Two printed forms are in use, and, 
in the course of the eight or nine months that the paint 
shop has been working on the piece-work basis, we have 
had no operations that could not be accounted for on 
them. An additional advantage is that timekeeping for 


(Contributions from the Men in the Field Are Solicited and Will be Paid for at Special Rates.) 


day work or piece work can be recorded on the same 
time card. : 

The operation or work card is 4 in. x 6 in. in size, 
and is printed only on one side of a light cardboard, 
which is just heavy enough to withstand a little rough 
handling. As illustrated, the upper left hand corner is 
left blank for the imprint of the time stamp at the com- 
mencement or completion of a job, and the opposite cor- 
ner contains blanks for entering the car number and 
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type. For convenience the cars are designated as single 
or! double-truck city cars and interurban cars. These 
are further subdivided into a number of different types, 
payment for the work done being regulated by the type 
to which the particular car is assigned. 

Spaces contained in the body of the card are for the 
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PIECEWORK TIME CARD, DETROIT UNITED RAILWAY 


workman’s name and for the clock number. The card 
also is ruled into twenty-eight small rectangles, each of 
which bears the name of a car-painting operation. Six- 
teen of these rectangles, at the left of the card, indicate 
the several operations performed on the outside of the 
car, with one blank reserve space. The remaining 
twelve spaces are a list of the inside finishing opera- 
tions. The price paid for sash, seat pedestals or any 
other car fitting has been based not on an entire car 
but on one of the individual pieces. The number per 
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car or the number finished by a workman is indicated 
opposite the word, “special” at the bottom of the card, 
as is any other notation that may be desired. 

The piece-work time card, which is the other form 
shown, is merely a blank for assembling the time of one 
man for one day. When filled out, this form contains 
all the necessary information for wage or cost purposes. 
The card is printed on light-weight paper, since it is 
-only handled by the time clerks and not by the shop 
workmen. 


METHOD OF USING FORMS 


Workmen, upon arrival at the shop, ring in at the 
time clock, and then proceed to the foreman, where 
they receive a work card on which the time of begin- 
ning is stamped and the car number on which they are 
to work is indicated. One of the operations listed in 
the small rectangles is also checked with a pencil 
to indicate the particular work to be performed. Upon 
the completion of the work assigned it is inspected by 
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Manufacture and Cost of a Built-Up Mate 


BY R. P. WILLIAMS, INSPECTOR OF SPECIAL WORK BROOK- 
LYN RAPID TRANSIT SYSTEM 


The mate shown is our standard for emergency 
crossovers and branch-ofts. It is built up of the Penn- 
sylvania Section 291, 182-Ib., or Section 294, 117-Ib. rail. 

An important feature is the strength of the main 
rail, the head web and the base being left intact. The 
raising of the head of the curve rail to the level of the 
guard of straight rail provides a floor for the wheel 
flange while passing from the main to the curve rail. 
The splice bar fit, shown at section A-A, and the heavy 
chock, shown at section C-C, make for stability. 

In the ordinary built-up mate the base of the main 
rail is cut away into the web, and as a consequence the 
rail breaks at this point under heavy travel, or lacking 
the splice bar fit a shearing action between the main 
and curve rail loosens the mate and destroys the foun- 
dation. 
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CONSTRUCTION DETAILS OF BUILT-UP MATE USED BY THE BROOKLYN RAPID TRANSIT SYSTEM 


the foreman and if found satisfactory he affixes his ini- 
tials at the bottom of the work card above the word 
“approved,” after which he turns the card over and 
writes the car number and operation for the next job. 
The workman then proceeds with the card to the time 
clerk, who stamps the finishing time upon it and issues 
a new card from the data on the back of the old one. 

From the information contained on the completed 
card the clerk can compute the time occupied in per- 
forming the operation. This is entered upon the work- 
man’s daily time sheet with the car number, class of 
work and on what plan of payment the work was done. 
At the close of each day these time slips are delivered 
to the timekeeper, who inserts the rates and calculates 
the amounts due, and distributes them to their proper 
accounts. From the foregoing, as can readily be seen, 
the work card is virtually a written order to the em- 
ployee. From it, he is enabled to keep an accurate ac- 
count of his work, and if any question arises there is 
really no reason for an argument, since the entire rec- 
ord may be produced and verified. 


Fig. 1 shows drilling and clearance cut for planing; 
Fig. 2 shows the detail of cuts for the main rail; Fig. 
3 shows the cut for the curve rail, the 3% in. measured 
from the inside of the guard being a straight line to the 
5-ft. point at the back of the head, and Fig. 4 shows 
the rails and chock assembled for bolting. 

We have had mates of this make in service for more 
than two years, some of them under our heaviest traffic, 
without loosening. The cost of construction follows: 
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Equipment Defects—Control Apparatus 


and Connections—I 
BY C. W. SQUIER, E. E. 


The starting of motors from rest and their accelera- 
tion to a speed where they can be operated at line 
voltage form the nucleus of the control problem. To 
this must be added suitable methods for securing sev- 
eral efficient operating speeds and necessary connec- 
tions for reversing the direction of rotation, as well as 
suitable connections for those cases where the motors 
are to be used as prime movers or for electric or mag- 
netic braking. The motors should be started with the 
least expenditure of energy and with such uniform ac- 
celeration that no excessive loads or undue strains will 
be thrown on them or other parts of the equipment, 
and with the maximum current peaks well within the 
commutating capacity. 

In the present articles I shall deal simply with those 
control problems which arise in the operation of elec- 
tric cars or trains, as a desirable introduction to the 
study of troubles that arise in operation. Since the 
d.c. series motor is the most widely used, only this type 
will be considered. I propose, further, to confine the 
discussion to the problems in which the motion of the 
rotating part of the motor maintains a constant relation 
to the motion of the driving wheels. The motor then 
must start from rest and increase its speed as the car 
or train increases in speed. 


Motor ACCELERATION 
First let us consider the control problem apart from 


_ the apparatus or its manipulation by considering sev- 


eral circuit combinations that are essential to the 
proper control of the motors. The problem of accelerat- 
ing a motor from rest to full speed consists in starting 
the motor with a certain amount of external resistance 
in circuit with it, and then by reducing this resistance 
or by a series of combinations of the resistance, in- 
erease the impressed emf at a uniform rate. The 
greater the number of steps in the regulating rheostat 
the less will be the current peaks and the more uniform 
will be the acceleration. _ 

In deciding on the number of steps, the first point 
that should be considered is the maximum allowable 
variation in the torque of the motors during accelera- 
tion. The average torque is obtained by considering 
the average acceleration that it is desired to maintain, 
and this must be a certain amount in order to fulfil the 
operating conditions laid down. Therefore, the acceler- 
ating force will be a certain constant amount upon 
which will be superimposed another amount composed 
of a succession of impulses in the nature of blows of 
greater or lesser intensity, depending on the number 
of impulses or the number of steps in the regulating 
resistance. This is indicated in Fig. 1, which shows 
a current-time curve and a tractive effort-time curve 
obtained in starting a car with two motors, and acceler- 
ating it to a speed where the motors can be operated 
with full line potential. The average tractive effort per 

-motor required in this case was 1335 lb., and the maxi- 
mum of 1800 lb. was obtained on the second point. 
Each succeeding notch of the controller was taken when 
the current had dropped to 63 amp. 

Since the impulses just referred to cannot be elim- 
inated entirely they should be made small enough to 
give the desired smoothness of operation. For ordinary 
service the difference between the greatest and least 
torques of the motors during acceleration should not be 
more than 40 per cent of the average torque required. 
For passenger service the comfort of the riders must 
be considered, and any excessive or sudden jerking is 


“very annoying. The life of the apparatus and of the 
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car itself is affected by the severity of these impulses. 
Hence control resistances must be so designed that the 
impulses will be small enough to be within the strength 
of the apparatus. In freight locomotives any excessive 
peaks in the torque supplied by the motors will cause 
the wheels to slip, and such slippage is a very impor- 
tant consideration in starting heavy loads. 


RESISTANCE CONNECTIONS 


The calculation of the resistance stepping and the 
number of steps required will be taken up when we 
consider resistance details. Resistance connections and 
combinations to increase the impressed emf at the mo- 
tors affect the controller design, however, and several 
different methods will be considered. 

Series Resistance—A series method of connecting 
the resistance is shown in Fig. 2. This consists of ar- 
ranging the total resistance in several groups as A, B, 
C and D, with all groups connected in series at the 
start. This resistance is decreased by short-circuiting 
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sections of it progressively, as indicated by the num- 
bers applied to the contacts or switches which close in 
the order they are numbered and remain closed until 
the succeeding ones short-circuit their respective sec- 
tions of resistance. Fig. 3 shows another method of 
connecting series resistance. In this case each suc- 
ceeding switch or contact not only short-circuits its 
section of resistance, but also the resistance switches 
or contacts already closed. The arrangement shown in 
Fig. 2 has the disadvantage of requiring larger and 
heavier switches or contacts than that of Fig. 3, as each 
contact when closed must carry the whole current pass- 
ing through the motors from the instant it is closed 
until the circuit is opened again. Contrariwise, with 
the arrangement shown in Fig. 3 each contact carries 
the whole current only until the next succeeding switch 
or contact closes. The Fig. 3 arrangement, however, 
has this disadvantage: if the last switch remains closed 
for any reason, say when the contacts are welded by ex- 
cessive heating, all the resistance is short-circuited, 
while in the Fig. 2 method but one section is short- 
circuited. 

Parallel Risstinie ig. 4 shows a parallel method 
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of arranging resistance. This consists of connecting 
the different sections A, B, C and D of the resistance 
in parallel. The total value of the resistance in circuit 
is thus decreased, as each section is connected in until 
finally the last switch or contact short-circuits the 
whole resistance. 

The series methods have the advantage of having all 
resistance available for heat radiation when operating 
on the first point of the control, but they have the 
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FIG. 2—SERIES METHOD OF CONNECTING RESISTANCE WITH 
SHORT-CIRCUITING SWITCHES IN SERIES 


disadvantage of requiring larger and heavier switches 
and contacts because each when closed short-circuits its 
section and must carry the total current passing to the 
motors. This means that each contact must be of the 
game capacity as the final short-circuiting contacts No. 
5 in the parallel method. 

Series-Parallel Resistance—In an effort to reduce the 
total number of the contacts or switches and also the 
number of resistance connections, a combination of 
both series and parallel is sometimes used with the 
same control. Fig. 5 illustrates such an arrangement, 


Motor 
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FIG. 8—SERIES METHOD OF CONNECTING RESISTANCE WITH 
SHORT-CIRCUITING SWITCHES IN PARALLEL 


and the resistance combinations for a five-point con- 
troller are as follows: 

First point—With No. 1 switch closed resistance 
groups A, B and C are connected in series. Second 
-point—with switches Nos. 1 and 2 closed the resistance 
is reduced by short-circuiting group C. Third point— 
with switches Nos. 1, 2 and 3 closed, resistance groups 
B and C are short-circuited and we have group A 
alone in the circuit. (Before passing to the fourth 
point No. 2 switch is opened. This does not change the 
value of the current to the motors as this switch has 
already been short-circuited by the closing of No. 3 
switch.) Fourth point—switches Nos. 1, 3 and 4 are 
closed, No. 2 remaining open and resistance groups A, 


Motor 


FIG. 4—PARALLEL METHOD OF CONNECTING RESISTANCE 


B and C are placed in parallel. Fifth point—switches 
Nos. 1, 2, 3 and 4 are all closed and all resistance is 
short-circuited. 

With this series-parallel arrangement of resistance 
five points of control are secured with but four switches 
and three groups of resistance, while with the series and 
parallel arrangements shown in Figs. 2, 3 and 4, five 
points of control require five switches and four groups 
of resistance. 
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Still another resistance combination can be obtained 
with switches Nos. 1 and 4 closed, leaving the resistance 
group C in circuit. This can be used to advantage 
when motors are operated in series and parallel com- 
binations, for to obtain the best acceleration it is neces- 
sary that the amount of resistance and the stepping 
should be different with the motors in parallel from 
what is necessary with the motors in series. 

In the diagrams referred to so far I have shown only 


; 3 
FIG. 5—SERIES PARALLEL METHOD OF CONNECTING 
RESISTANCE 


one motor, but the same connections will apply equally 
well to combinations of two or more motors by connect- 
ing them in series and parallel with the regulating re- 
sistance. A resistance common to all motors may be 
used, or each motor may have its own regulating re- 
sistance. 


Chicago Elevated Economy Posters 


In order to impress upon the minds of its employees 
the cost of materials in every-day use, and what it means 
to the railroad company if they are wasted, the differ- 
ent departments of the Chicago Elevated Railroads have 
compiled a complete cost record of the various mate- 
rials in common use. These have been printed in the 
form of posters which are displayed in conspicuous 
locations throughout the system. Under a heavy type 
heading entitled “Material Means Money” the following 
text matter is contained: “Would you allow a quarter, 
dime or even a penny to lie around on the structure or 
to be kicked around on the ground? You are intrusted 
with material that is just as valuable as the coin and 
should be as carefully protected. Look at the following 
prices and be as economical and as careful with all mate- 
rial, whether new or old, as you would be with your 
own.” The following list of materials and their costs 
are furnished because it was believed that it would be 
helpful to other companies in compiling economy posters 
of this kind. The posters are printed in two forms, one 
for the electrical and track department, and another for 
the transportation and shop department. Each is dis- 
played where it will receive the most attention from the 
departments effected. The following is a list of mate- 
rials and their costs contained on these posters: 


TRACK DEPARTMENT 
Track spike, 9/16 in. x Signal oil, per gallon... .$0.34 


5% ine oS ee eee $0.01 Wood alcohol, per gallon. .41 
Serew ‘spikes 24 sna parce -04 Muriatic acid, per gallon. .45 
Wut lock;<%4" inflecs a iaeene 01 Turpentine, per gallon... .53 
Beveled washer ......... .02 Malleable rail brace..... 3 
Hacksaw blades ......... -04 Malleable rail plate...... AT 
Hook. boltsitia. ha faerie: .05 Angle bars, 26 in. long, 

Haas SCE WS: 2.0., owt ine rane .05 Per PAin Ie wales 0 
Buttonhead bolt ........ .06 Plank; 2 ind 6 inf s<e26 

Track bolts, 4% in. long.. .05 ft... @aichy ..< ct 5 ave stusucnerags .46 
Track bolts, 9 in. long... .09 Tie, yellow pine, 8 ft..... 1.00 
Curve grease, per pound. .06 Tie, yellow pine, 9 ft..... 1.12 


Tie plates, short 3 Guard rail, 6 in. x 
Standard joint plate .... .14 24 FETS Ue elon biol ae 2.15 
Tie plates, long <....25.. SiG Guard rail, 6 in. x 8 in. x 
Compressor oil, per gallon .24 24 ft. 8 in 


ELECTRICAL DEPARTMENT 
No. 4% porcelain knobs. .$0.01 Rubber tape, per pound. .$0.60 


%-in. x 2%-in. lag screws .01 3-in. iron battery bell... .25 
%-in. x 34%4-in. track bolts .02 . HE. No. 50702 lamp 
¥%-in. x 12-in. are light sockets) 1 (2o. Chana. eeamie arnt 
@arbons: 2825 . can. eed 02 No. 0000 clinch ears..... 34 
Conduit, % in., per foot.. .04 18-in. splicing ears....... .04 
Dry. batteries) .2.4.96 sen 15 No. 0000 foot bonds...... .35 
Weatherproof cable, No. No. 16-in. cable 
0000, “per foot: 2a...c6 15 DOTS! | Diskereens outs, <ueiaetobae 54 
¥%-in. twist drills........ .09 No. 0000 48-in. cable 
Solder, per pound........ .20 ONS So a%e Oot een 1.05 
23-watt Mazda lamps.... .20 48-lb. third-rail insulators .52 
150-watt Mazda lamps... .79 Submarine cable, 500,000 
Inner arc lamp globes... .16 circ. mil, per foot...... .64 
Outer arc lamp globes... .75 P. & B. paint, per gallon. .55 
Friction tape, per pound. .21 10-amp snap switches.... .77 


B. tape, per pound... .30 Brooklyn strain insulators 88 


ee 


Air-hose gaskets ...... -$0. 01% 


had once started was incorrect. 
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SHor DEPARTMENT 
Long - handled 


1-ft. No. 12 R. C. flex SCPADET Stic wa a techs $0.30 
ible copper wire..... Carbon motor brush, 

1-ft. No. 00 R. C. flex- 02to .35 
ible copper wire..... aa N27 hoyonaes hotel. Aevaatan es Bie as cee .25 

One piece mahogany— SabeG sacs OIL Sam mens telat seals 232 

ities Onyx 22 in. 1G Hand lantern, complete... .57 
eer LBI TART as see se ease! vase 01% Brakeshoe .......; Say to -70 
%-in. x 4%-in. bolt, Coach journal brass.. 2.00 

Without Mut Sask. s 02% Motor journal brass..... 2.60 
Soap, per pound .03 to .05 -Tail-light lenses.... .40 to 1.45 
Colored waste, per Couplinglink 9S. cece sss 3.00 

OUT Seis ciaetathe.sia's be .06 Tail lights and markers.. 3.15 
mee SUCK aha cute sheds care. e hale} Light hose jumper, 

Re a onentiesete Gia! levels’ s ahi $2.50 to 3. a 
miaeds light globe...... -20 Pyrene fire extinguisher.. 5.6 
Gaivanized iron pail.. 24 Train line jumpers...... 20:00 

STATION SERVICE 
BeRellsmeerrethet es 6 <cie 4.5 $0.02 Galvanized iron pail..... $0.24 
Erasers MMeear eit iera league a pie A SOOM Tiratortercte, Seter outers: aretlars 25 
SOAD PEM Dal «6% v8.56 .04 oa] MOS ely crataye iat etstese couse 36 
Mazda light globes...... -20 Hand ice scrapers....... .30 
Maps of system...... Ne as) 6-ft. step ladders........ 1.60 

TRAIN SERVICE 

IRGHCIIS) catia Sioaie a) 6 ad sie 8's $0.02 Hand laritern cece ste ore $0.57 
PR ASOUS Mn kee Tees sal Nelene « 03 Enameled destination sign 1.00 
Metal train markers..... -10 Coupling Timlis rere. 
Mazda light globes...... -20 Tail lights and markers. 3.15 
Hand ice scrapers....... .30 Light hose jumper.$2.50 to 3.50 
Barely SPrinEs wo... css wes .32 Pyrene fire extinguisher. . ae 60 
Lantern globes, white ... .13 Train line jJumpers....... 0.00 
Lantern globes, red...... 42 


Painting Steel Cars 


At the November meeting of the Central Railway 
Club Milton L. Sims, of the Sherwin-Williams Com- 
pany, stated that the preparation of a steel coach for 
painting was of vital importance, as the absolute re- 
moval of all scale, grease and corrosion was necessary 
before any protective coatings should be applied. Any 
idea that paint coatings would stop corrosion when it 
The safest and most 
economical method for removing rust was the sand blast 
for the outside of the cars. For the interior the use of 
raw linseed oil and benzine or gasoline was recom- 
mended in the proportion of one part of the oil to two 
parts of the benzine, applied with a brush and rubbed 
down with emery cloth or paper. After the rubbing 
down was completed, the surface should be washed with 
gasoline and rubbed dry with rags or waste and was 
then ready for the priming coat, which in all cases 
should be applied as soon as possible after the surface 
has been cleaned. The priming coat was more impor- 
tant than any one that was to follow, except the coats of 
finishing varnish, and too much care could not be exer- 
cised to see that it was done thoroughly, brushed out 
evenly and every bolt head and joint coated perfectly. 
The priming coat must spread smoothly under the brush, 
dry hard, but be elastic enough safely to withstand the 
contraction and expansion of the steel surface, which 


‘varied greatly in different sections of the country. 


When the priming coat had dried safely, the next step 
was to hard-putty and glaze-coat over all rough places. 
The second coat, or brush surface, which is designed to 
fit with the priming coat must dry hard but elastic, 
and should be made from well-known and selected ma- 
terials. A much heavier bodied surfacing material 
should then be applied and knifed off, leaving a very 
smooth surface, which required very much less rubbing 
to bring the surface up ready to receive the color coats. 
A more modern and safer method than using block 
pumice stone and water was to rub the surface down 
smooth by using emery cloth in connection with equal 
parts of raw linseed oil and benzine, and then to wash 


or wipe off with rags or waste and clear benzine or gaso- 


line. 

Mr. Sims said this method of surfacing did away 
with all danger from moisture and prevented the start- 
ing up of corrosion where any sharp edges or bolt heads 
may cut through to the steel. The oil formed a good 
sealer for the more or less porous surfacing material 
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and provided a safe foundation for the succeeding color 
and varnish coats. 

One coat of specially prepared car-body color should 
be applied and then a second coat of specially prepared 
car-body color. The latter should be of an elastic enamel 
quality, should dry hard with a semi-gloss, but should 
make an elastic surface suitable for striping and letter- 
ing. After this two coats of durable outside finishing 
varnish should be applied, and the outside of the car 
would be ready for service. The same priming material 
should be used on the interior surface, and should then 
be followed up with the second coat of brush surfacer. 
The heavy coat of knifing material could be dispensed 
with, and after the rubbing with emery cloth, oil and 
renkine had been finished, a suitable ground for graining 
in imitation of natural woods should be used, and then 
two coats of elastic rubbing varnish. The latter could 
be rubbed to a dead finish with rubbing oil and pulver- 
ized pumice stone, or polished as desired. This schedule 
was stated to require thirteen days. 

With regard to canvas roofs, Mr. Sims stated that 
they required a specially prepared roof primer which 
dried very elastic and did not penetrate clear through 
the cotton fabric. This prevented the rotting of the 
fabric, which was sure to occur where too much veg- 
etable oil was used. After the special primer has been 
applied, special long-life roof paints of any desired 
shade could be applied. He further stated that the 
method of painting steel coal cars had changed very 
materially in the last few years. Formerly all coatings 
were made very elastic, and very little attention was 
given to make the first or priming coat dry any differ- 
ently from the last or finishing coat. Research work 
on this matter had proved that the method was wrong 
and that the first or priming coat should, by all means, 
be constructed so as to dry hard and elastic, using 
specially treated vehicles for the purpose and such pig- 
ments as would be neutral and last the longest. The 
finishing coats were made more elastic and had more 
gloss and moisture-resisting qualities. 


Electrolysis Survey at Providence 


A detailed electrolysis survey was recently completed 
at Providence, R. I., by Robert L. Brunet, public serv- 
ice engineer of the city, assisted by James A. McKenna, 
of the city engineering department, with the co-opera- 
tion of the Rhode Island Company. The greater part of 
the observations were made with a test car furnished 
by the company. At various points in the city test sta- 
tions were also established at which were determined the 
flow of current in pipes and the voltage drop between 
pipes and rails. The maximum current found at any 
of the eleven testing stations employed was 13 amp. 
At seven stations no current in pipes was observed, the 
favorable conditions being attributed to the installa- 
tion of insulating joints, thirty-five of which are now 
in use. The tests showed that the water mains in the 
city are on the whole substantially free from stray cur- 
rents. On recommendation of Mr. Brunet, the com- 
pany is to install negative cables from the Douglas Ave- 
nue terminus to the tracks on Admiral Street and from 
the Admiral Street terminus to the tracks on Branch 
Avenue. In his report, Mr. Brunet suggests that the 
company be formally requested to test its track and 
bonds yearly, the city conducting a similar yearly in- 
vestigation on the piping systems. Other recommenda- 
tions to be carried out from time to time include the 
installation of pilot wires to determine the over-all po- 
tential drop in the track, the determination of poten- 
tial gradients, use of the negative returns, and yearly 
excavations and inspections at certain points to deter- 
mine the integrity of the bonding system. 
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Light-Weight Cars for Puget Sound 


The St. Louis Car Company recently shipped the 
Puget Sound Traction, Light & Power Company ten 
double-truck prepayment city cars, which are notable 
for combining lightness in weight with maximum ca- 
pacity in transverse slat-type seating. The body meas- 
ures 38 ft. 4 in. between the corner posts and 49 ft. 
2 in. over the buffers, while the width over the sheath- 
ing is 8 ft. 4 in. These cars are of the Stone & Web- 
ster standard design for city service, but are consider- 
ably longer than cars of this design previously built. 
In fact, in the Puget Sound cars the designer carries 
out the same underframe and side construction as used 
on the cars of 26 ft. to 30 ft. length. The side sill 
angles are 5 in. x 3 in. x 5/16 in., with cross-sills of 3 in. 
5%-lb. I-beams. The posts are the company’s standard 


114-in. x 2-in. x 4-in. “T” Carnegie section No. 519, and . 


extend in one piece from side sill to side’ sill, forming 
the post and carlin. The outside panel is a girder of 
5/32-in. x 29-in. plate extending from center to center 
of the end sills. A reinforcing plate 5/16 in. x 6 in. x 


INTERIOR OF PUGET SOUND CAR, SHOWING ABSENCE OF 
HEADLINING AND POSITION OF MOTORMAN’S CAB 


12 ft. is placed over the bolsters. Cross-sill truss rods 
are riveted to the side sill angles and have malleable 
iron struts riveted to the I-beam cross-sills. The lay- 
out is for single-end operation with a front platform 
4 ft. long and a rear platform 6 ft. long over the dasher, 
both vestibuled. The seating capacity is sixty. The 
complete equipment weighs 39,000 lb., the car body alone 
weighing 18,000 lb. 
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An interesting feature is the absence of headlining, 
the roof being formed of 14-in. canvas-covered Agasote. 
The two end ventilators are of the Stone & Webster 
vacuum type, while that in the rear hood and the six 
on the roof are of the car builders’ type. The view 
of the interior also shows the motorman’s cab which 
is entered by way of a 22-in. sliding door. The cab is 
finished in mahogany to harmonize with the general 
interior finish. 


Protecting Traffic on a Single-Track 

| Bridge 

The Wilkes-Barre Railways Company is protecting 
traffic over the Market Street Bridge in Wilkes-Barre, 
Pa., a distance of 708 ft., with a set of the Type-E 


signals of the Street Railway Signal Company, Phila- 
delphia, Pa. As the service at this point is almost con- 


stant the signals do strenuous duty, cars passing over 
the bridge at this season of the year at a rate of about 


SIGNALS PROTECTING BOTH ENDS OF BRIDGE, WILKES- 
BARRE, PA. 


1000 per day of twenty hours. The percentage of fail- 
ures in six weeks was 0.032, a most remarkable record 
in consideration of the fact that, under normal condi- 
tions, six cars leave the Public Square every ten min- 
utes and pass under the signals in rotation, cars enter- 
ing the block at the east end at the same. time that 
cars are leaving at the west end. This makes the 
counting-in and counting-out operations simultaneous, 
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‘a feature which the Street Railway Signal Company 


’ claims to be original with its apparatus. 


As the cars come across the bridge into Wilkes-Barre 
they enter a turnout that will accommodate only three 
cars. In order to facilitate traffic and avoid possibilities 
of a tie-up at this point an arrangement has been intro- 
duced whereby the closing of a switch will cause the 
signal at the west end of the bridge to go from per- 
missive to stop after the passage of the three cars into 
the block, this indication holding until all cars pass out 
of the block. The illustrations on page 1110 show how 
the signals are mounted. At one end of the bridge the 
aspect case is on the existing pole, with the relay case 
at the bottom of the same pole. At the other end the 
aspect case is on a special pole with the relay located 
at the opposite side of the track. 


Valves for Boiler and Steam Line Protection 
Of the valves made by the Golden-Anderson Com- 


pany, Pittsburgh, Pa., the two hereinafter described are 


of special interest. One is a single-acting non-return 
valve for protecting, the boilers only, the other is a 
triple-action valve for both steam line and boilers. 

The single-acting valve is said to be the only non- 
return or automatic stop and check valve that can be 
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SECTIONS AND ELEVATIONS OF SINGLE-ACTING NON- 


RETURN VALVE 


tested in service. This valve is used in the connection 
from each boiler to the main steam line to prevent back 
flow from this line when the pressure in a boiler is 
lower or when it is cold. The valve embodies the Corliss 
dashpot method of cushioning, the full area of the 
upper portion of the body being occupied. Perfect 
alignment with the seat is also secured at all times 
regardless of position. The sectional views show the 
inside dashpot A attached to the valve spindle D, while 
the outside dashpot B acts as a bronze cylinder which 
is held firmly in place by the tap bolts. When the 
steam pressure raises the valve the resulting space be- 
tween the inner and outer dashpots is instantly filled 
with steam, cushioning the valve in closing. The steam 
also circulates around and above the inside dashpot 


through the ports C and £ to cushion the valve in 


opening. The small branch shown in the lower right- 
hand corner can be run to the floor or any other con- 
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venient point for testing the valve in service. Simply 
by opening the small valve the non-return valve will 
instantly close. By closing the small valve the non- 
return valve will immediately return to its automatic 
position. This feature enables the operators to deter- 
mine at once whether the valve is operative, and avoids 
going on top of the boilers to close and open the non- 
return valve with the hand wheel. A solenoid and piping 
are also provided to permit remote control. 

The triple-acting non-return valve requires only one 
connection to the header. As in the single-acting valve, 
the double Corliss dashpot is used to prevent sticking 
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OF TRIPLE-ACTING NON-RETURN VALVES 
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SECTIONS AND ELEVATIONS OF TRIPLE-ACTING NON- 
RETURN VALVE 


or hammering. Adjustment for any variation of pres- 
sure is made merely by removing the cap of the pilot 
valve and adding or removing lead shot or other weights 
from a hollow piston, as shown, for a greater or 
lesser variation between the boiler and header pressure. 
Valves of this type equalize the pressure between the 
different boilers, for they remain closed as long as the 
boiler pressure is lower than that of the header. When 
the pressure is equal they open automatically. The 
branch connection shown in the lower right-hand corner 
permits tests to be made from some convenient point as 
‘ith the single-acting valve. 


The Leavenworth Light, Heat & Power Co., Leaven- 
worth, Kan., on the occasion of a recent booster trip of 
the merchants of Leavenworth used in its display ad- 
vertising the following words: ‘All Together—All the 
Time—For Anything Good—For Leavenworth.” 
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News of Electric Railways i 


DECISION OF PITTSBURGH ARBITRATORS 


An Abstract Is Presented of the Findings of the eo Re 
Adverse to the Men 


The decision of the majority of the arbitrators in the 
wage dispute between the Pittsburgh (Pa.) Railways and 
its motormen and conductors, referred to briefly in the 
ELECTRIC RAILWAY JOURNAL of Nov. 7, page 1072, fol- 
lows in part: 

“We have reached the conclusion that the contention of 
the men for an increase over the present scale, or a change 
therefrom, should not be granted for Pittsburgh or for 
Washington, Pa. 

“We will consider first certain claims for extra com- 
pensation not allowed by the present or former scales. At 
present no extra pay is allowed for night or holiday runs, 
for snow plow work, or for the five minutes a man is re- 
quired to report before his platform work starts. Taking 
these up in order, it is contended by the employees that 
men operating night cars should be paid ten hours’ pay 
for eight hours’ work. 

“Night work is an uncontrollable requirement of the pub- 
lic. As a general principle, the same reason which justifies 
extra pay for night work in time-controllable day ocupa- 
tions, does not apply to street railway work. The absence 
of extra pay for night service, with the exception of one 
city, is the invariable practice of street railway companies. 

“What has been said of night work applies to Sunday 
service. Conditions are unchangeable. On Sundays and 
holidays street traffic is not as heavy as on other days, there 
are fewer pedestrians on the streets and passengers are dis- 
tributed more evenly over the entire day. 

“The proofs in the case show that the men entitled to pref- 
erence choose the Sunday runs and that in many instances 
where they take a rest day they take a week day in prefer- 
ence to Sunday. The general practice of American street 
railways is to allow no extra pay for Sunday work. In 
Pittsburgh the practice has been to allow in some instances 
ten hours’ pay for eight hours’ work on Sundays. The con- 
tention of the company is that this extra Sunday pay should 
be abolished; the contention of the men is that it should be 
further increased. 

“The Pittsburgh Railways, however, has in the ian sched- 
ule, and for some years, made some extra allowance for some 
Sunday runs. The reasons it now advocates for a change 
have always existed, and with them before it the company 
has chosen for some years to make this extra allowance. As 
we have said before, where any change in an existing scale 
is sought the burden of proof rests upon him who asks such 
change. We therefore adhere to the present scale. 

“The conclusion has been reached that the agreement 
shall stand for two years from the date of this report and 
that the time blank in the agreement should be filled so as 
to read ‘until Sept. 30, 1916.’” 

The board made the following recommendations to the 
motormen, conductors and the company: 

“Wirst—That a board of co-operation be formed as fol- 
lows: One man to be elected at each carhouse by secret 
ballot by the motormen and conductors in service more 
than six months. These twenty men, together with the 
general manager or superintendent of transportation and 
such other representatives as the company may select, not to 
exceed five persons, to constitute a board of co-operation. 
This board to meet at least once every month, to suggest 
and discuss methods of improving the service, of rendering 
it safer to the company, and in general to suggest ways 
and means of avoiding misunderstandings between the men 
and the company, and promoting good feeling on both sides. 
This board also to hear grievances and complaints that may 
be made by the men or the company and to suggest methods 
of reasonably meeting them. The election for the follow- 
ing period to be held at each carhouse once each year 
under the direction of the local committee of motormen 
and conductors and a local superintendent. The trainmen 
to be paid by the company at their regular rates of wages 
for all time employed by the men in attending the meet- 
ings. 


“Second—That the subject of profit-sharing by the men 
in a percentage of the gross earnings of the company be 
jointly taken up by the motormen and conductors and the 
company, with a view to working out such plans.” 


EMPLOYERS LIABILITY INSURANCE IN CALIFORNIA 


Financial Report Issued Indicating Success of the New 
State Department 


The Industrial Accident Commission of California last De- 
cember addressed the employers of the State, outlining the 
employer’s liability under the workmen’s compensation; in- 
surance and safety act, and announcing that in establishing 
the State compensation insurance fund, the State had en- 
tered the insurance field to protect employers against their 
compensation liability. On Oct. 24, 1914, the manager of 
the compensation fund issued a financial report which is 
declared to be an indication of the success of the new State 
department. It is pointed out that as the State is not en- 
gaged in the insurance business for profit, the new depart- 
ment is the employer’s own company, operated at a very low 
cost under State supervision, and providing service and 
protection of the highest class. 

With the report appears a statement that, barring any 
unexpected calamity, those who hold State compensation. 
insurance policies will be allowed a return premium of 5 
to 25 per cent of premiums earned, the amount of return 
depending upon the experience in the various hazard groups. 
This return, however, will not affect minimum premiums. 
The California insurance laws require the setting aside of 
claim reserves equalling 72 per cent of all earned premiums, 
less losses and loss expenses paid, and this reserve must be 
maintained for five years. It is thought that there is no 
possibility of losses and loss expenses equalling that per- 
centage, and that the difference between the reserve and 
the actual value of claims can ultimately be taken down. 
This would indicate a further return premium to 1914 policy- 
holders, after a fair catastrophe surplus is set aside. 

The initial insurance rates to be adopted for the coming 
year are the same as charged by the standard corporate 
companies, with the exception of the excess premium re- 
turns mentioned. All plants are inspected and the merit 
classification is applied-to many. Where allowed, special 
merit inspections result in rate reductions of 1 to 40 per 
cent, the average reduction being 10.08 per cent. 

The financial statement just issued covers the period from 
Jan. 1, 1914, to Oct. 1, 1914, during which time 5360 appli- 
eations for insurance were received, and 2478 accident cases 
were handled. The expenses amount to. 8.49 per cent of the 
premiums. The statement shows a total surplus of $224,020, 
of which $100,000 is the appropriation made last year and 
$124,020 represents accumulated surplus. The items that 


make up the totals are as follows: : 
Appropriation ((1923) statute): cpacre a) ate eveneiole celal ialelentatetate $100,000 
Premiums written, less premiums returned.............. 462,014 
Interest received; due and) accrued J. anc cane oii ecieens 4,5 
Total. ssc 'e/syoss soso ath etereuens ilevelenuwinte elekotalatetene oxaecoieesteleen mene $567,017 
Expenses ‘and ‘salariesiqujsyaersss syspvshs accube oi herstocaeathe wees $41,328 
Compensation and statutory medical payments.......... 52,529 
Outstanding. cost, foresoines mbem Meee eed ioc etn ena eneee 110,456 
Unearned: premiums we omnis er ciaueens Gis clas iate sie erent 138,684 
Total . iy: écisias attire Sa Peete a cweentana eden vacmaptetei eens us Remora ienethe teu arenes ieee $342,997 
Surplus) ~ << chehanaete nus eres meee oe eee Rev ERS ect nee aia ks ek rene $224,020 


BOSTON TRANSPORTATION HEARING 


Mr. Snow, for Boston Elevated Railway, Outlines Attitude 
of That Company Toward Proposed Unification 


The Massachusetts Public Service Commission continued 
the hearing on Nov. 5 on the legislative resolve (Chap. 149, 
Acts of 1914) requiring the board to investigate transporta- 
tion conditions in the Boston Metropolitan district. The 
proposed consolidation of the Bay State Street Railway and 
the Boston Elevated Railway was discussed by James F. 
Jackson, counsel for the former. The enabling act present- 
ed at the last Legislature was reviewed with special refer- 
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ence to its bearing on fare revision. It is expected that if 
the consolidation is approved by the Legislature a zone sys- 
tem of fares somewhat resembling that in use at Milwaukee 
will be submitted to the commission for approval. 
B. Walker, civil engineer of the Bay State Street Railway, 
Boston, described various proposed track connections be- 
tween the Boston & Maine, Boston & Albany and New York, 
New Haven & Hartford railroads and the Boston Elevated 
rapid transit lines, by which suburban trains may be run 
between the heart of the city of Boston and the outlying dis- 
tricts in establishing a comprehensive service in the metro- 
politan area. It was pointed out that this arrangement 
would relieve congestion at the existing railroad terminals, 
obviate the necessity of further costly extensions of. elevat- 
ed and subway structures and greatly improve the distribu- 
tion of: traffic. Chairman McLeod questioned the practica- 
bility of this part of the plan and pointed out that the rapid 
transit lines in Boston should be conserved to meet future 
demands upon them along existing channels of traffic in- 
stead of turned over to the accommodation of rolling stock 
diverted from the railroad lines of the metropolitan district. 

For the Boston Elevated Railway, Frederic E. Snow point- 
ed out the readiness of the company to enter into any com- 
prehensive plan of consolidation or lease which will not add 
to existing unprofitable fare conditions. The company could 
not accept less than a 5-cent fare, but would be willing to 
extend this to Malden and Chelsea, which lie in general 


within the 414-mile radius of the Boston City Hall, which 


the joint commission on transportation estimated as the 
maximum profitable local ride for 5 cents. Residents of dis- 
tant outlying suburbs cannot be carried to and from the 
heart of Boston at a 5-cent rate. The Revere Beach line of 
the Bay State Street Railway might be taken over under 
special excess fare arrangement. Mr. Snow said that in the 
event of a consolidation with the Bay State company a zone 
system of fares would be necessary and that the consent of 
the city of Boston would have to be secured to an alteration 
of the East Boston tunnel lease and to the transfer of the 
present subway leases to the new company. The Boston 
Elevated Railway did not desire to take on any new lines 
which would not be self-supporting and provide a return on 
the investment. Higher fares to and from the outlying dis- 
tricts are essential to a comprehensive development. 


GRANTED IN 
LABOR CASE 


An injunction, pendente lite, enjoining officials of the 
Amalgamated Association and local labor union leaders 
from confederating to bring about a strike of the street 
railway employees at Indianapolis, and enjoining the car 
service men from striking, was issued on Nov. 7 by Judge 
A. B. Anderson of the United States District Court for 
Indiana. The injunction supersedes the temporary re- 
straining order issued in September and continues effective 
until the decision on the final hearing for a permanent in- 
junction. No date for the final hearing has been set by the 
court. 

The individual service contract of the Indianapolis Trac- 
tion & Terminal Company is found by the court to be valid, 
binding and effectual and in full force on its signers. The 
court finds that the defendants, William D. Mahon, Edward 
McMorrow, Joseph Colgan and R. L. Reeves, international 
officers of the Amalgamated Association, and the officers 
and attorneys for labor unions in Indianapolis, sustain no 
relations to the Indianapolis Traction & Terminal Com- 
pany, but have confederated together to induce railway 
men who have not signed the individual contract and still 
work under the arbitration award contract to violate the 
provisions of the award contract by striking. The names 
of about 200 union men who are working under the award 
contract and more than 500 other men, practically all non- 
union, who are working under the company’s individual 
service contract are included in the order of the court, and 
each is enjoined from striking or attempting to bring about 
a strike. The union officers previously mentioned are en- 
joined from combining and confederating or inducing or 
procuring any of the car men named in the order to vio- 
late the award contract. or service contract by striking to 
compel the Indianapolis Traction & Terminal Company to 
operate upon the closed shop principle. The defendants are 
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one and all enjoined from trespassing upon the property 
of the company or collecting in or upon the streets of 
Indianapolis or about the cars in such a manner as to inter- 
fere with the operation of cars or the employees. The 
order also enjoins all the defendants from interfering with 
any employee of the company in the discharge of his duties 
or by attempting to compel him to become a member of a 
labor organization by threats or intimidation. 


MUNICIPAL RAILWAY CONSTRUCTION COST 


According to a financial statement issued by the book- 
keeping department of the Board of Public Works, the total 
cash available for construction work of the San Francisco 
(Cal.) Municipal Railways, when all of the sold bonds of 
the $3,500,000 issue voted on Aug. 26, 1913, are taken up, 
will be $2,666,159. The bonds to be sold total $857,500, giv- 
ing a total estimated available amount from all sources of 
$3,523,659. Up to Sept. 26 there has been extended $1,915,- 
567. There will be needed to complete work under way 
$718,227, and the engineers’ estimate for new work amounts 
to $1,020,240, or a total of $3,654,034. The result is an esti- 
mated deficit to completion of $130,375. Some of the princi- 
pal items included in the $1,915,567 of expenditures up to 
Sept. 26 are the following: Rails, $149,175; track specials, 
$118,653; car bodies, $144,650; car trucks, $36,250; motor 
equipment, $188,987; trolley poles, $61,237; Van Ness Avenue 
and Chestnut Street construction, $230,768; Potrero Avenue 
lines, $148,768; preliminary expenses—elections, $26,679, 
and Presidio & Ferries property, $312,535. The engineers’ 
estimate for new work includes, among other items, the fol- 
lowing: Track specials, $22,486; motor equipment, $15,348; 
plans and inspection, $54,000; California Street line, $127,- 
500; Potrero carhouse, $211,845, and Church Street line 
(latest plans), $483,000. ~ 

During the year ended June 30, 1914, a total of 10.38 
miles of track was added to the municipal railway system. 
The Van Ness Avenue line, 3.26 miles, was built primarily 
to serve exposition needs and was completed on Aug. 15. 
The Potrero Avenue line, 1.99 miles, running south of 
Market Street, was completed on Sept. 7. The Union Street 
line, 3.9 miles, was purchased from the Presidio & Ferries 
Railroad and put in service on Dec. 11. The Stockton Street 
line, 0.99 mile, completed this month, was built to connect 
Market Street with the Union Street line via the Stockton 
Street tunnel. The Masonic Avenue line, 0.26 mile, was 
built as a spur to the baseball grounds. Plans are now 
in course of preparation for three extensions; one on Colum- 
bus Avenue, one on California Street and a third on Church 
Street, the latter to cost about $330,000. The extension 
of the Geary Street carhouse is practically complete and 
the grading contract has been awarded for the 200-car shed 
on York Street. 


MODIFIED CLEVELAND SUBWAY ORDINANCE 
INTRODUCED 


At the regular meeting of the City Council of Cleveland, 
Ohio, on the evening of Nov. 9 Robert Koch, chairman of the 
committee on street railways, introduced an amended ordi- 
nance extending the time for starting the construction of 
the proposed subway, permitting larger tubes and increasing 
the price from $350,000 to $550,000 a mile of single track in 
the purchase clause. The measure was not discussed, but 
was referred to the Council committee of the whole. This 
ordinance permits stairways to stations to be 5 ft. wide, 
with entrances 6 ft. wide and 20 ft. long. Under it subway 
tracks may be brought to the surface to connect with sur- 
face tracks at locations approved by the director of public 
service. The ordinance further provides that the subways 
shall have a clear height of not less than 12 ft. and a clear 
width of not less than 10 ft. for each track.. The construc- 
tion of the first line is to be begun within twelve months 
from the time the ordinance goes into effect and be complet- 
ed within thirty months thereafter. W. R. Hopkins, presi- 
dent of the Cleveland Rapid Transit Railway, stated that 
work may be begun sooner than stipulated, but that this de- 
pends on financial conditions. 

Commissioner Hobbs reported on the cost of constructing 
a suspended railway of the German type. He thinks that 
such a road could be built at about $470,000 per mile of dou- 
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ble track. His report showed the cost of elevated roads in 
New York and other cities. 

The platform employees of the Cleveland Railway have de- 
cided to take their grievances to the City Council and ask 
that the company be authorized to make the expenditure 
necessary to grant a minimum work day of eight hours. Ar- 
bitration of the differences between the employees and com- 
pany failed recently because certain points in the contract 
prevented action on the matters suggested by the men. 
George R. Davies, president of the local branch of the street 
railway men’s union in Cleveland, stated on Nov. 9 that a 
committee will be appointed to work before the next session 
of the Legislature for a law fixing the number of hours that 
shall constitute a day’s work. 


NEW YORK TRANSIT MATTERS 


Advertising Contract Disapproved and Relocation of 
Brooklyn Elevated Suggested 


The Public Service Commission for the First District of 
New York has disapproved a contract, submitted on Feb. 2, 
1914, which the Interborough Rapid Transit Company, lessee 
of the city subway, proposed to make with Artemus Ward for 
advertising, newsstand and vending machine privileges on 
that part of the dual system of rapid transit to be operated 
by the Interborough Company. The company had a contract 
covering such privileges in the old subway with Ward & 
Gow, which expired on Jan. 1, 1914, but contained a provi- 
sion for a renewal for five years at a 10 per cent. increase. 
Before the expiration of the contract, however, the firm of 
Ward & Gow was dissolved and there was some question 
between the company and Artemus Ward as to his right 
as the successor of Ward & Gow to claim the right to a 
renewal. Therefore, the new contract was drafted and 
submitted to the commission. This contract was to cover 
a period of fifteen years from Jan. 1, 1914, and the con- 
tractor agreed to pay the Interborough Company $600,000 
for that year, $700,000 each for the years 1915 to 1918, in- 
clusive, and $800,000 for the year 1919 and each year there- 
after, plus an additional sum equal to 10 per cent of the 
contractor’s gross receipts. In disapproving the proposed 
contract, the commission adopted an opinion by Commis- 
sioner George V. S. Williams, in which he pointed out that 
the Interborough Company, as the lessee of the old subway, 
has the right to dispose of the advertising privileges therein 
without objection by the city until Jan. 1, 1917, when 
operation will be begun under the dual system contracts. 
These contracts cover the new subways as well as the 
old one, and provide for a division of profits between the 
company and the city. The city, therefore, is interested 
in any advertising contracts which may be made covering 
the period of dual system operation. The commissioner 
holds that the value of the advertising privileges will in- 
crease as time goes on and that better terms can be secured 
shortly prior to the beginning of dual system operation 
than can be obtained now. The dispute between the com- 
pany and Artemus Ward as to the latter’s right of renewal 
of the old contract for five years makes it impossible for 
the company to guarantee possession to a new contractor 
during such five-year period, and the commission was ad- 
vised that because of this uncertainty it is impossible, at 
this time, to obtain effective competition for the privileges. 
Therefore, the contract was disapproved. 

The New York Municipal Railway Corporation has ap- 
plied to the Public Service Commission for a relocation of 
part of its Fulton Street elevated railroad in Brooklyn, in 
accordance with the plan favored by the committee on city 
plan and other citizens. This plan provides for the re- 
moval of the elevated structure from Fulton Street between 
Borough Hall and the Brooklyn Bridge and its transfer to 
Adams Street and private property. By an amendment to 
the rapid transit act, passed in 1918, the Public Service 
Commission is authorized, upon application from a com- 
pany holding such a franchise, to relocate a line or part of 
a line in another street. Under the dual system contracts 
the company has the right to build a third track on the 
present elevated structure, and it is willing to apply to the 
cost of the new structure in Adams Street an amount 
equivalent to the money it would spend in erecting the 
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third track. The company points out, however, that it jis 
about ready to proceed with the third-tracking and urges 
immediate action if its application for a relocation in 


“Adams Street is to be favorably considered by the commis- 


sion and the Board of Estimate and Apportionment. 

At the request of the financial officers of the city, the 
Public Service Commission for the First District has 
adopted a resolution asking that its engineering expenses 
since March 19, 1913, when the dual system contracts were 
signed, amounting to $3,533,000, be funded by the issuance 
of corporate stock instead of revenue bonds already issued 
in payment thereof and to be discharged by inclusion in the 
tax levy for 1915. The effect of this action will be to per- 
mit the city authorities to lower the tax levy for 1915 by 
the amount mentioned. The action is made possible by 
provisions of the dual system contracts, which authorize 
the charging of the commission’s engineering expenses to 
the cost of construction of the new rapid transit lines. 


DETROIT APPRAISAL FIGURES EXPECTED IN- 
DECEMBER 


It is unlikely that Prof. E. W. Bemis will present his 
appraisal of the property of the Detroit (Mich.) United 
Railway within the one-fare zone before Dec. 15, according 
to statements issued by the municipal street railway com- 
mission. The report was to have been received early in 
November, but various delays encountered indicate that no 
announcement of figures will be made until after the first 
week of next month. 

Mayor Marx and a number of his heads of departments 
are making a tour to gather information as to surface rail- 
way service in several cities. Boston, New York, Philadel- 
phia and other cities will be visited. It has been intimated 
by the anti-Detroit United Railway press rather than by 
the administration that upon the Mayor’s return there 
will be some discussion with the company as to the service 
being furnished. 


MONTREAL SUBURBAN LINE RECORD REVIEWED 


The Montreal Evening News of Nov. 2 contained the 
following review of the activity of the Montreal & Southern 
Counties Railway, the property of which was described in 
the ELECTRIC RAILWAY JOURNAL of March 28, 1914: 

“Sunday, Nov. 1, was the fifth anniversary of the open- 
ing of the Montreal & Southern Counties Railway. On 
Nov. 1, 1909, the first service between McGill Street and 
the South Shore was put in operation. The company then 
owned two passenger cars, and these made twenty-eight 


trips to and from St. Lambert only. To-day the company - 


is operating more than 40 miles of track and is serving 
St. Lambert, Montreal South, Longueuil, Greenfield Park, 
Country Club,: Chambly, Richelieu, Marieville, Rougemont 
and St. Cesaire, making in all ninety trips daily over the 
Victoria Bridge. In addition it has another 16 miles of 


track under construction to link up Abbotsford and Granby.. 


In January next work will be begun on the extension of 
the tracks on the Montreal side as far as Youville Square. 

“In place of the two cars which comprised the railway’s 
rolling stock five years ago, there are now thirty-two pas- 
senger cars, two baggage cars, two flat cars, two rotary 
plows, one double track sweeper and one single track 
sweeper. During the first year 319,778 passengers were 
carried, while during the fiscal year ending June 30 last, 
W. B. Powell, the general manager, reports that the com- 
pany carried 1,915,379 passengers. 

“The effect which this line has had on the towns through 
which it passes is shown by the increased population 
figures: 


1909 1914 
StieilamBbert) ms nance eerie 1800 5300 
Loneucuilirs ewes he secon 3900 5800 
Greenfield, Parkes cases cen es 500 1300 
MontrealsSouthy cement ects 664 802 


“In addition the company has been the means of open- 
ing up many new centers of population, including Alex- 
andria Park, Rivera Park, St. Lambert Heights, St. Lambert 
Annex, Springfield Park, Sunlight City, East Greenfield 


Park, Pinehurst, Brooklin, Brentwood, South Kensington, 


Woodbine, Beverly, Albani, Belleville, Tunnel Terminals and 
Elswick Townsite.” 
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ST. PAUL ELECTRIFICATION PLANS UNALTERED 


C. A. Goodnow, vice-president of the Chicago, Milwaukee 
& Puget Sound Railway, has officially denied the rumor 
which has been prevalent during the past week to the effect 
' that the voltage for the proposed electrification of a division 
of the railway would be raised to 6000. Mr. Goodnow stated 
that no change whatever from the originally planned volt- 
age of 3000 is contemplated and that the work on the over- 
head construction which has been interrupted on account of 
a labor dispute will be continued in accordance with the 
scheme that was originally adopted, the design being exact- 
ly similar to the wooden pole and mast-arm, catenary ar- 
rangement that was installed on the Butte, Anaconda & Pa- 
cific Railway. Mr. Goodnow stated also that the order for 
the electric locomotives and substation equipment for the 
electrified division would be placed in the immediate future. 


Progress on Philadelphia Electrification—Steady prog- 
ress is being made on the installation of tower footings for 
the overhead construction of the electrification on the Penn- 
sylvania Railroad between Philadelphia and Paoli. The 
footings are completed nearly to the West Philadelphia 
station. 


Bay State Arbitrators—Henry E. Reynolds, assistant 
general manager of the Bay State Street Railway, Boston, 
Mass., has been selected to represent the company in the 
forthcoming wage arbitration proceedings. James H. Vahey, 
Watertown, Mass., has been named as representative of the 
employees. The third arbitrator will be selected by Messrs. 
Reynolds and Vahey. 


Massachusetts Street Railway Association.—At the regu- 
lar monthly meeting of the Massachusetts Street Railway 
Association, held at Young’s Hotel, Boston, on Nov. 11, John 
A. O’Keefe, metropolitan fire commissioner, discussed the 
general problem of fire prevention in the Boston district, 
with particular reference to the organization of the State 
department of which he is the head. 


Furthering Public Relations in San Francisco.—Jesse W. 
Lilienthal, president of the United Railroads, San Francisco, 
Cal., has recently sent out a letter to all the improvement 
clubs in San Francisco, announcing his consideration of the 
plan of a monthly letter which will deal with the future de- 
velopment work of the United Railroads and inviting sugges- 
tions for the improvement of conditions. 


Mayor Marx, Detroit, Re-elected—Mayor Marx was re- 
elected in Detroit by a plurality approximating 20,000 over 
F. F. Ingram, who campaigned on a platform that charged 
the Mayor with the betrayal of the city’s interest through 
the seven-for-a-quarter agreement with the Detroit United 
Railway in August, 1913. The supporters of the Mayor used 
as the principal slogan for his re-election “The man who 
took the street railway question out of politics.” 


Transportation Reviewed Before the Los Angeles A. S. 
M. E.—At a dinner given by the Los Angeles section of the 
American Society of Mechanical Engineers at Los Angeles, 
Cal., recently, Prof. George A. Damon, dean of engineering, 
Throop College of Technology, Pasadena, reviewed trans- 
portation development from the earliest times, illustrating 
his remarks with the stereopticon. He suggested for Los 
Angeles as the ideal a system of subways in the very 
densely settled section, with elevated lines in the less dense- 
ly settled section and surface lines for the outlying sections. 


Philadelphia Loan Bill Passed.—The bill releasing $11,- 
300,000 for improvement work in Philadelphia, Pa., after 
Jan. 1 was passed at the recent election. Included in the 
items in the bill is an appropriation of $500,000 asked for 
by Director Taylor, of the Department of City Transit, and 
regarded by him as sufficient to complete the work of re- 
constructing and relocating sewers in the central portion of 
the city, where the subway loop will be located. The plans 
for this work were drawn by the department of surveys and 
are part of a comprehensive plan for a general reconstruc- 
tion of the sewer system of Philadelphia. 

Loyal Railway Purchase Negotiations.—Negotiations be- 
tween the city of Seattle, Wash., and Harry Whitney Treat 
for the purchase of the Loyal Heights Electric Railway, 
which extends between the business district of Ballard and 
_the Golden Gardens, have been tabled until after Jan. 1. 
1915. The city has decided that there is nothing to gain 
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by proceeding with the negotiations until the bridge cross- 
ing the Lake Washington Canal at Ballard is completed, 
thereby insuring Division “A,” of the Seattle Municipal 
Railway, entrance into Ballard. The Council contemplates 
eens the line as an adjunct to the other municipal 
ines. 


Pacific Claim Agents’ Index Bureau.—Although the ex- 
tending of the services of the Pacific Claim Agents’ Index 
Bureau to non-members was authorized last year, no steps 
were taken until recently to advertise this service. Now 
letters are being sent out to all lawyers and others who 
might have a use for the service, but who could not be 
expected to become members of the association. The mini- 
mum rate for service to non-members is $10. The bureau 
has discovered and exposed more than 200 accident repeat- 
ers in the last two years. The card-index cabinets of the 
bureau now contain more than 25,000 names of personal 
injury claimants assembled since the beginning of 1912, and 
it is estimated that the bureau has saved its members 
$500,000. 


Agreement on Wages in Albany.—Employees of the 
United Traction Company, Albany, N. Y., have accepted an 
increase of 1 cent an hour in wages. The wage scale 
and other parts of the new agreement will be binding upon 
both parties until July 1, 1916. The men now are getting 
27 cents an hour and under the settlement will receive 28 
cents an hour from July 1 last. The company favored a 
sliding scale of from 24 cents to 29 cents an hour, depending 
upon the length of service. The officers of the company 
and the representatives of the men were at odds also re- 
garding the length of the contract, the company’s officials 
wanting the agreement to run for three years and the men 
for one year. Two years was finally agreed upon as a 
compromise. 


Details of Cleveland Rapid Transit Mortgage:—The mort- 
gage for $50,000,000 recently filed to the Central Trust 
Company, New York, N. Y., as trustee, by the Cleveland 
Rapid Transit Railway, as noted in the ELEcTRIC RAILWAY 
JOURNAL of Nov. 7, is dated Oct. 9, 1914, and covers first 
mortgage bonds not exceeding the above amount and bear- 
ing interest at the rate not exceeding 6 per cent, issuable 
at $700,000 per single-track mile. The principal is due on 
Dec. 31, 1964, but subject to call on and after Jan. 1, 1916, 
at 103 and interest. The denomination of the bonds is 
$1,000. -The proceeds are to be used for the construction 
and equipment, purchase or acquisition of subways, subway 
terminals, street railways and elevated railways for the 
conveyance of passengers and freight. 


Financial Aid for San Francisco Employees.—Jesse W. 
Lilienthal, president of the United Railroads, San Fran- 
cisco, Cal., has outlined the plans of the remedial loan 
association formed by the company to make loans to the 
employees. Employees who are in need of financial assis- 
tance are invited to write Mr. Lilienthal personally, stating 
the amount of money needed and the circumstances that 
caused them to run behind. It is planned to make up an 
estimate as to the amount of money that the company will 
have to maintain as a revolving fund to prevent the em- 
ployees from doing business with the loan sharks. Such 
a fund will be available to employees at about 5 per cent, 
the idea being to fix the interest rate at a figure that will 
meet the expenses incident to administering the fund. 


Clear Platform Rule Held Unlawful in Chicago.—Because 
of complaints of passengers and the liability of accident, the 
management of the Chicago (Ill.) Surface Lines endeavored 
recently to enforce strictly its rule prohibiting passengers 
from standing on the platforms when there was room in the 
car body. Some obstinate passengers refused to obey the 
conductors, and a conductor had three passengers arrested 
for not complying with his request to proceed into the car. 
Since there was no ordinance to support the rule and no law 
forbidding a passenger to ride on the back platform, the 
case was dismissed. L. A. Busby, president of the company, 
has explained that the rule was made to enable passengers 
to enter the cars with a minimum of discomfort to them- 
selves and others and that the provision is in the interest of 
good service. 

Electrolysis Hearing in Los Angeles.—At a hearing be- 
fore members of the California State Railroad Commission, 
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held in Los Angeles on Oct. 29 and 30, the Union Hollywood 
Water Company requested that the Pacific Electric Railway 
be required to make certain changes in its return system. 
The changes desired are: the installation of a system of re- 
turn feeders or an equally efficient system; the placing of 
cross feeders to connect the return system with that of the 
Los Angeles Railway; the disconnection of negative substa- 
tion busbars from all underground metallic structures ex- 
cepting cable sheaths, and the installation of a set of wires 
for the purpose of connecting recording voltmeters to indi- 
cate the rail potentials. Experts for the water company and 
the railway presented data based upon tests including some 
made by the United States Bureau of Standards. 


Meeting of National Civic Federation—The national 
problems arising out of the war will be considered at the 
fifteenth annual meeting of the National Civic Federation 
to be held in New York City, Dec. 3, 4 and 5, 1914. The 
first day will be devoted to the woman’s department, which 
will hold its sessions at the Colony Club, 120 Madison 
Avenue. The federation will convene at the Hotel Astor 
on Dec. 4.and 5. Among the subjects other than those 
arising out of the war which will be considered are govern- 
mental versus private enterprise, social welfare, work- 
men’s compensation and unemployment. The federation 
has announced the establishment in the Metropolitan Tower, 
New York, of the permanent exhibit of typical welfare 
efforts for the enlightenment of employers about to install 
new features or to extend those already in force. 


International Engineering Congress, 1915.—In view of 
the conditions now prevailing in Europe, the governing 
bodies of the five national societies under whose auspices 
the International Engineering Congress is to be held at 
San Francisco, Cal., Sept. 20 to 25, 1915, have recently 
given careful consideration to the feasibility of holding the 
congress and to the probability of its success, with the 
result that each body has unanimously confirmed its original 
pledge to support the congress. The committee of manage- 
ment is actively proceeding with arrangements for meetings 
on the scheduled dates and for the publications of the 
transactions. A detailed circular of information regarding 
the publications of the congress has been prepared by the 
committee and will be sent upon application to W. A. Cat- 
tell, secretary, in the Foxcroft Building, San Francisco, Cal. 


Motor Carriages Wanted.—An American consular officer 
in East Africa reports that he has an inquiry for two or 
three railway motor carriages, which the government pro- 
poses purchasing through an agent in his district. The 
requirements are one closed carriage with a capacity of 
about fifty passengers, one open carriage with a capacity 
of from twenty-five to thirty passengers, and a closed in- 
spection car. It is suggested that interested firms should 
send photographs or drawings and specifications giving 
export prices f. 0. b. New York and ec. i. f. destination. 
Time of delivery and terms of payment should be stated. 
Sufficient definite information to enable an order to be 
placed without further correspondence should be sent at 
once. The consular officer states that he would appreciate 
a duplicate set of pamphlets or catalogs on motor railway 
carriages. Further particulars may be obtained by ad- 
dressing the bureau of foreign and domestic commerce, 
Department of Commerce, and referring to Inquiry No. 
14,345. 

Studying Difficult Extension of San Francisco Municipal 
Railway.—On Nov. 2 the Board of Supervisors of San Fran- 
cisco passed a resolution calling for a progress report on 
the preparation of plans for the proposed Church Street 
extension of the municipal railway. The city engineer’s 
office was ordered by the Supervisors on Sept. 14 to draw 
up these plans, the extension to cost about $200,000 and to 
include a means for handling the cars over the Church 
Street hill by a cable line. Replying to the request for a 
progress report, the city engineer stated that the auxiliary 
cable railway presents a number of problems which are 
new. The load that will be placed on the grip cars will 
be more than twice as great as the load at present on any 
grip car in San Francisco, and no grip design has yet been 
presented that the engineering department would approve. 
The sudden changes of grade render the design of satisfac- 
tory couplings difficult, and other problems have further 
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complicated the work. The city engineer stated that plans’ 


and specifications will probably be ready about Dec. 1. ‘ 

Extensions and Improvements in Los Angeles.—The total 
cost of street improvement work now on hand and proposed 
by the Pacific Electric Railway and Los Angeles Railway 
in Los Angeles, Cal., aggregates at least $1,110,000. Work 
in hand to be completed~by the Pacific Electric Railway 
by June 1, 1915, amounts to $400,000, and in addition to 
this ordinances are running for the improvement of streets 
on which this company has lines aggregating 3 miles in 
length. This adds work that will cost about $250,000, 
according to the report. The Los Angeles Railway Cor- 
poration has under way or is about to start new construc- 
tion on paved streets aggregating some $460,000. The 
Pacific Electric Railway recently called the attention of the 
civic authorities to the amount of work it has under way 
in the city, and asked permission to delay until next spring 
the paving to be done on certain streets. In his report, 
however, the city engineer pointed out that it would not be 
good policy to grant this extension of time because of the 
“piling up” of work and the resultant complaints that prop- 
erty owners would be sure to make. 

Public Relations in Hot Springs.—The New Era of Hot 
Springs, Ark., recently contained an editorial in part as 
follows: “The Federal Light & Traction Company, owners 
of the public utilities companies in Hot Springs, is a cor- 
poration with a soul, and E. N. Sanderson, its president, is 
the heart of the soul. A corporation is an artificial being, 
invisible, intangible and existing only in contemplation of 
law. Therefore it cannot have a soul of itself. The soul 
must be furnished by the officials of the corporation. This 
is what has been done in the case of the Federal Light & 
Traction Company. 
the public utilities could do for the people. He has pa- 
tiently listened to every suggestion and promised to do 
much for Hot Springs. We believe he is a man of his word 
and the company will do these things as soon as it can. 
Mr. Sanderson and W. A. Haller, general superintendent 
of the Federal Company, whc:is also here, should be ex- 
tended every courtesy. Their company and S. E. Dillon, 
general manager of the public utilities, have the good-will 
of the people of Hot Springs and we believe they will vol- 
untarily look after the best interests of its citizens.” ; 

Praise for the B. R. T.—The Brooklyn (N. Y.) Rapid 
Transit Company received a letter on Nov. 6 from Dr. 
Henry Ling Taylor, professor of orthopedic surgery of the 
Post-Graduate Hospital and secretary of the American 
Posture League, expressing the official approval of the 
league for the seat designed for the new subway car of the 
New York Municipal Railway Corporation through co- 
operation of the league’s experts with the engineers of the 
railroad company. The official inspection by the members 
of the league, upon which this approval was based, was 
made on Nov. 5 at the Thirty-ninth Street shops of the 
railroad. Dr. Taylor in his letter said in part: “We wish 
to congratulate your company on its unusual consideration 
for the health and comfort of the traveling public, and 
especially on being the first railway that, to our knowledge, 
has sought scientific co-operation on this important ques- 
tion of providing a seat that shall support the body in 
correct posture. In particular we wish to express our 
appreciation of the skilful and courteous co-operation of 
your staff through a long period of mutual work that has 
put patience and effort to a severe test. The result is well 
worth the effort.” 


PROGRAM OF ASSOCIATION MEETING 


New England Street Railway Club 


The regular monthly meeting of the New England 
Street Railway Club will be held at the American House, 
Boston, Mass., on Nov. 19. Dinner will be served at 6 
p. m. The speaker of the evening will be W. H. Tolman, 
Ph.D., director of the American Museum of Safety, New 
York. Dr. Tolman will speak on the subject, “Safety as 
Applied to Street Railway Work,” and expects to embellish 
his talk with remarks on safety work in general. 
use the stereopticon to illustrate points which he desires to 
emphasize. 


Mr. Sanderson came here to see what 


He will 


that has obtained since the war began. 
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_ Financial and Corporate 


RECENT FINANCIAL TENDENCY 


The New York curb market was freed on Nov. 11 of all 
price restrictions by the committee which has been supervis- 
ing dealings. On the same day the first open auction of se- 
curities was held since the Stock Exchange closed on July 
30. The lifting of the ban on the curb market is expected to 
widen the market and have a general favorable effect on the 
whole security situation. In fact, the reopening of the ex- 
change may be hastened by the developments in the unlisted 
share market. The dealings through the clearing house are 
said to be increasing, and the publication of the transactions 
is being urged as it is felt that such a course would be likely 
to stimulate the demand for stocks. Arrangements are re- 
ported to be proceeding smoothly for turning over to the 
Federal Reserve Bank on Nov. 16 the reserves which the 
member banks are called upon to set up with the central in- 
stitution. 

On Nov. 12 it was reported in Wall Street that a plan 
was under consideration to finance sound but technically 
insolvent houses by protecting their loans. It was also 
reported that the Clearing House bankers and the govern- 
ors of the Stock Exchange were co-operating, with the idea 
of establishing a working basis for reopening at the earliest 
possible date, and that they were more hopeful than at any 
time in the past three months. On the same day there was 
a sharp decline in foreign exchange rates to the lowest level 
The fall in rates 
was on a very small volume of business. The low level of 
the day was 4.87, as against 4.8914 at the close on Nov. 11. 
This compared with a quotation of 4.90% a week ago, and 
4.9644 a month ago. Time money rates were lower and call 
loans were again made at 5% per cent. The action of the 
committee of five on Nov. 11 in rescinding the rule which 
prevented transactions except as approved by it was fol- 
lowed on Nov. 13 by heavy buying of bonds and short-term 
notes and by activity and strength in unlisted securities. 


OUTLOOK IN BIRMINGHAM 


G. S. Orler & Company, Inc., Boston, in a recent circular 
letter recommended the deposit of the bonds of the Bir- 
mingham, Ensley & Bessemer Railroad with the bondhold- 
ers’ committee, headed by Charles H. Zehnder. The bankers 
also quoted from the report of Setchell & Luther, certified 
public accountants, Boston, who recently made an exam- 
ination of the affairs and general working conditions of 
the railway. 

The accountants made a special examination of the books 
and vouchers for the period ended Aug. 31, as well as a 
physical examination of the properties and a study of the 
franchises. They expressed their belief that the money ex- 
pended in completing the road, for the purchase of equip- 
ment, etc., aggregating $1,801,891, had been judiciously 
handled and represents the valuation of the properties. The 
corporation is said to own valuable franchises and rights-of- 
way in Birmingham, and also a valuable charter which it 
acquired on taking over the Tidewater Railway, all of which 
cost $500,000 in bonds with a stock bonus. The revenue ac- 
counts indicate that with the completion of the Bessemer 
line and other contemplated extensions in Birmingham, a 
material increase will be evidenced in the gross receipts 
without a corresponding increase in operating expenses. 
This, it is believed, should result in a decided increase in 
net earnings and place the road on a paying basis. 

According to the report presented to the U. S. District 
Court by I. W. Ross, receiver of the company, the revenues 
of the company for the twelve months ended Aug. 31 were 
$220,655. The operating expenses totaled $151,542, giving 
net earnings of $69,112. Against this amount there was 
charged $109,000 for interest on bonds, $5,499 for city 
license and $1,899 for the franchise tax, resulting in a de- 
ficit of $48,249. The directors of the company in a recent 
letter to security holders stated that the heavy cost of con- 
struction, much larger than the estimates, long hauls at 
low rates of fare, an interest charge of $196,000 during con- 
struction and unamortized bond discount of $376,000 had 
proved a burden which was too heavy for the company to 
carry. 


, 
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ANNUAL REPORT 


Third Avenue Railway 


The consolidated statement of income, profit and loss of 
the Third Avenue Railway, New York, for the years ended 
June 30, 1913 and 1914, follows: 


. 1914 1913 
Operating revenue: 
Revenue from transportation.......... $10,456,705 $9,742,345 
Revenue from other operations........ 401,511 375,502 
Total operating revenue............ $10,858,216 $10,117,847 
Operating expenses: 
Maintenance of way and structures.... $1,012,646 $838,621 
Maintenance of equipment............. 713,003 614,792 
Depreciation: Sc sere “dtexayet empeareneers to! © 511,250 461,500 
Power supply .......% chinks aneaietiatatetatteh aiai«! « 779,131 794,484 
Operation: Of Cars\iiusia oheteenenay vs 2,849,929 2,580,920 
Injuries to persons and property....... 614,609 533,809 
General and miscellaneous expenses.... 525,467 526,012 
Total operating expenses............ $7,006,035 $6,350,139 
Net operating’ revenue ..7 a. nee eee ese $3,852,181 $3,767,708 
NAKOS “Ss cisbi bros. oroh ce svar «ORCL Rete ao 730,784 725,693 
Operating income. . 26... $3,121,397 $3,042,015 
Imterest revenue: "vas eee oe eG 75,215 70,170 
Grosshintcoms,.. 7 .)<:.2 Skgeig aewentebee loa eeaeeo ae $3,196,612 $3,112,185 
Deductions from gross income: 
=jinterest: on Lundeds debite seems. $2,368,072 $2,027,463 
Interest .OnN) MOLES TNv aes tei ate eae 134,174 107,226 
ment. deductions,’ etelv 2) meee ee 38,060 30,528 
Reserve for sinking: fund’.............. 30,000 30,000 
Total deductions, -2i5\..mepeetetiade as « $2,570,306 $2,195,227 
INGE “ImGOMe “5. <1512:5 stale res or eta ec crepe aie een erie os $626,306 $916,958 


*Includes interest on adjustment income bonds at 5 per cent for 
the year 1914 and 3% per cent for the year 1913. 

+Does not include interest on certificates of indebtedness of the 
Dry Dock, East Broadway & Battery Railroad. 

Notr—Operations of Belt Line Railway Corporation are included 
for the full year of 1914 and from March 22 to June 30, 1913. 

During the year the revenue from transportation increased 
$714,360, or 7.3 per cent, and the total operating revenue in- 
creased $740,369, or 7.38 per cent. The increase of $655,896, 
or 10.3 per cent, in operating expenses was chiefly made up 
of an increase of $174,025, or 20.7 per cent, for maintenance 
of way and structure; $98,211, or 15 per cent, for mainte- 
nance of equipment; $49,750, or 10.6 per cent, for deprecia- 
tion; $269,009, or 10.4 per cent, for operation of cars, and 
$80,881, or 15 per cent, for injuries to persons and property, 
with a deficit of $15,354, or 1.09 per cent, in power supply 
expenses. The net operating revenue increased $84,472, or 
2.2 per cent, and owing to the fact that the slight increase 
in taxes was offset by an approximately equal increase in in- 
terest revenue, the gross income showed about the same in- 
crease in dollars as the net operating revenue. The interest 
on funded debt increased $340,609, or 16 per cent, which, 
with other slight increases in note interest and rent deduc- 
tions, gave a total increase in deductions of $375,079, or 17 
per cent. The net income decreased $290,652, or 31.6 per 
cent. 

President Whitridge in his annual report states that the 
insurance rates on the buildings are less than one-half of 
what they formerly were. Cars are cleaned and carefully 
inspected each day, washed once a week with a carbolic so- 
Jution and overhauled at the end of every 10,000 miles. The 
fund for depreciation, renewal and contingencies remained 
intact during the year. The payments into this fund amount 
to $500,000 per annum. The decrease in net income is ac- 
counted for by the fact that the company paid $281,000 for 


‘additional interest on adjustment bonds, and there were 


large expenditures for paving and other expenses caused by 
the heavy storms in February and March, to say nothing of 
the loss of receipts. Cash on hand amounts to $1,603,830, of 
which $746,883, together with 500 Third Avenue Railway 
first refunding mortgage 4 per cent bonds, is in the depre- 
ciation fund, $531,118 in the fund for the payment of inter- 
est and taxes and $325,829 in the current cash account. 
President Whitridge says that it may be expected that a 
very large amount of money, more than enough to absorb all 
the net income, must be expended on the property during 
the year ending June 30, 1915, especially for pavements re- 
quired by the city. He feels that it is a fair question whether 
under present conditions the railways should not be re- 
lieved from at least a part of the paving burden imposed 
upon them when their charters were obtained. He adds 
that the city does not protect railway tracks as it should 
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from reckless use by trucks, automobiles and all sorts of 
heavy traffic. 

Since the last annual report the Third Avenue Railway 
system has been increased by the acquisition of the Mid- 
Crosstown Railway, the Belt Line Railway and additional 
holdings in the New York City Interborough Railway, so 
that its total mileage is now 357.623. In February the 
Public Service Commission authorized the Third Avenue 
Railway to acquire $150,000 par value of the Mid-Crosstown 
Railway stock, and in April the company issued in payment 
with the consent of the commission $180,000 par value of its 
first refunding 4 per cent bonds and gave its promissory 
note for $250,000 and cancelled claims amounting to $34,442 
against the Mid-Crosstown Railway. All the stocks and 
bonds of the Belt Line Railway Corporation were acquired 
by the Third Avenue Railway at a total cost of $2,723,044. 
The net earnings of the Belt Line company, after a payment 
of 5 per cent interest on the bonds, amounted to $23.885 for 
the year ended June 30. The Third Avenue Railway now 
owns $4,417,000 par value of the New York City Inter- 
borough Railway stock and $2,132,000 par value of its bonds. 
The aggregate cost of these securities and of certain un- 
secured debts to the Third Avenue Railway was $1,625,829. 
During the year the Third Avenue Railway cancelled $2,450,- 
000 par value of the New York, Westchester & Connecticut 
Traction Company bonds and reduced this company’s capital 
stock from $600,000 to $200,000. 

During the six years of operation of the Third Avenue 
Railway Employees’ Association the membérs and the com- 
pany have each contributed $71,190. Sick benefits amount- 
ing to $39,187 have been paid to 3000 members and thirty- 
two death benefits of $250 were distributed. During the 
past year 725 cases received benefits amounting to $11,432, 
and $250 was granted to the beneficiaries in each one of ten 
deaths. 

The engineers of the company have designed a new type 
of car with a seating capacity of forty-five as compared 
with fifty-one in the standard car, weighing 28,000 lb. as 
compared to the standard 38,000 lb. and using one-third less 
power than the standard. Fifty of these cars have been or- 
dered and will be put in service during the coming year. It 
is hoped that they will be entirely paid for from the pro- 
ceeds of the sales of old cars. 


COLUMBUS REORGANIZATION PLAN CONTINUED 


The boards of directors of the Columbus Railway, Power 
& Light Company and the Columbus Light, Heat & Power 
Company, both of Columbus, Ohio, have approved a plan 
outlined in a circular letter dated Oct. 24 to the stockhold- 
ers of the latter company. It is stated that on June 17 
there was presented a plan of reorganization and com- 
bination of interests of the Columbus Railway, the Colum- 
bus Railway, Power & Light Company and the Columbus 
Light, Heat & Power Company. The directors of the last- 
named company, believing that. the plan would not give 
its stockholders the desired representation, opposed the 
plan. 

The plan was subsequently modified, omitting the Co- 
lumbus Light, Heat & Power Company, but the properties 
of the other companies were combined as contemplated, 
as described in the ELEcTRIC RAILWAY JOURNAL of June 6, 
July 4, July 25 and Aug. 8. The Columbus Light, Heat & 
Power Company remained under lease to the Columbus 
Railway & Light Company, which had disposed of its con- 
tracts and assets to the Columbus Railway, Power & Light 
Company on Jan. 5, 1914. 

Since the above developments negotiations were resumed, 
with the result that subject to the order of the Public Serv- 
ice Commission and the action of the stockholders of the 
two companies concerned, it has been agreed that under the 
new plan the holders of the $516,300 of preferred stock 
of the Columbus Light, Heat & Power Company are to 
receive preferred stock, series A, of the Columbus Rail- 
way, Power & Light Company, share for share, and the 
holders of the $210,500 of common stock are to receive 
preferred stock, series B, share for share, instead of the 
representation previously offered. It is recommended that 
this plan be accepted, and stockholders have been asked to 
deposit their stocks on or before Nov. 15 for exchange and 
authority to vote the same in favor of the carrying out of 
the suggested plan. 
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UNITED LIGHT & RAILWAYS. CHART 


The United Light & Railways Company, Grand Rapids, 
Mich., has’\compiled a chart showing the inter-corporate re- 
lations existing between the holding company and its sub- 
sidiaries as of June 30, 1914. On this date the United Light 
& Railways Company had outstanding in the hands of the 
public $7,713,600 of first preferred stock, $2,108,700 of 3 per 
cent second preferred stock, $6,898,700 of common stock, 
$7,214,000 of first and refunding 5 per cent bonds, $220,000: 
of 6 per cent notes due Jan. 1, 1915, and $500,000 of 6 per 
cent notes due Jan. 1, 1915, or a total capitalization of $24,- 
655,000. 

The company owns securities of subsidiary companies, ex- 
clusive of those of the Tri-City Railway & Light Company, 
to the amount of $958,400 of preferred stock, $7,855,751 of 
common stock and $1,286,000 of underlying bonds, a) total of 
$10,100,151. The major part of this is deposited under the 
lien of the first and refunding bonds of the United Light & 
Railways Company. The Tri-City Railway & Light Com- 
pany has outstanding $3,000,000 of preferred stock, $9,000,- 
000 of common stock and $5,282,000 of first and refunding 
bonds, of which the United Light & Railway Company owns 
$173,800 of preferred stock, $8,823,500 of common stock and 
$2,076,000 of first and refunding bonds, or a total of $11,- 
073,300. All of this is deposited under the lien of the United 
Light & Railways refunding bonds. The Tri-City Railway 


’ & Light Company has in addition to the above capital issued 


$7,889,000 of collateral trust bonds and $342,500 of assumed 
bonds of underlying companies, or a total capitalization of 
$25,518,500. 

Excepting the Tri-City Railway & Light Company, the 
United Light & Railways Company owns all the outstand- 
ing securities of the subsidiary companies with the excep- 
tion of $3,361,000 of bonds and $326,049 of stock. The Tri- 
City Railway & Light Company owns all the stock. of its un-, 
derlying companies, and all their outstanding bonds with the 
exception of $342,000. This ownership or control of sub- 
stantially. all stocks, both common and preferred, and a 
large part of the bonds puts the United Light & Railways 
Company in a strong position as regards the control over 
underlying companies. 


American Railways, Philadelphia, Pa.—The American 
Railways has declared a quarterly dividend of 1% per cent’ 
out of earnings on’the common stock, which is a reduction 
of one-quarter of 1 per cent from the usual quarterly divi- 
dend. The dividend is payable on Dec. 15 to stock of record: 
Nov. 3. The following statement was issued by J. J. 
Sullivan, president of the company: “The reduced earnings 
for the past three months due to the general business de- 
pression made us feel that the wisest course to pursue under 
the circumstances was to curtail the dividend disbursement.” 


Boston (Mass.) Suburban Electric Companies.—A quar- 
terly dividend of 50 cents a share has been declared on the 
50,296 of preferred shares of the Boston Suburban Elec- 
tric Companies, payable on Nov. 12 to holders of record 
on Nov. 5. This dividend compares with $1 per share paid 
quarterly from January, 1913, to July, 1914. It is stated 
that this reduction is expected to be only temporary, as: 
the additional income of the Middlesex & Boston Street 
Railway, a subsidiary company, under the new schedule of 
rates just put into effect in accordance with the decision 
of the Massachusetts Public Service Commission as ab- 
stracted in the ELEcTRIC RAILWAY JOURNAL of Nov. 7, page 
1055, will probably be sufficient to enable the operating 
company to meet its interest and pay dividends. This in 
turn will enable the holding companies to meet the regular 
4 per cent dividend requirements as in the past. The fail- 
ure of the operating company to secure any additional 
revenues for the four months from July 1 to Nov. 1, during 
which time the need for additional revenue was acutely 
felt, made it seem advisable to pay but half the regular 
dividend at this time. 

Chicago (Ill) City Railway.—An old suit against the 
Chicago City Railway, originally brought up by Charles B. 
Venner in the State courts of Illinois, has been finally dis- 
missed from the United States Supreme Court. The case 
was brought up to prevent the carrying out of the traction 
ordinance of Feb. 2, 1907, and the plaintiff suffered defeat 
in one state and federal court after Nes the case finally 
going to the highest tribunal. 


NOVEMBER 14, 1914] 


Columbus Railway & Light Company, Columbus, Ohio.— 


. A dividend of 75 cents per share has been declared on the 


capital stock of the Columbus Railway & Light Company, 
payable on Nov. 20. No dividend will be paid to stockhold- 
ers who are in default of payment on the assessment due on 
Dec. 30, 1918, or on June 30, 1914, but the dividend will be 
applied to the account of the assessment as of Nov. 20, 
1914. This is the second disbursement to stockholders since 
the reorganization under the Columbus Railway, Power & 
Light Company, referred to more in detail in connection 
with this company elsewhere in this issue. As soon as all 
payments of assessments on the stock have been made, it is 
understood that the Columbus Railway & Light Company 
will be dissolved. 


Detroit (Mich.) United Railway.—The first mortgage 5 
per cent gold bonds, No. 101 to No. 150 inclusive, of the 
Detroit United Railway due on Dec. 1 are to be paid at par 
and interest at the Peoples State Bank at maturity. These 
bonds are part of an issue of $1,750,000 dated 1895, the 
first $600,000 of which matures $50,000 each year from Dec. 
1, 1912. After the $600,000 of bonds is retired, a sinking 
fund will care for the payments of the remaining bonds in 
1924. The payment of the bonds now ealled will make 
$150,000 of the issue retired. 


Gary & Interurban Railway, Gary, Ind.—Application for 
an order dissolving the merger of four electric railways 
with the Gary & Interurban Railway, under that name, was 
denied by Judge Harry Tuthill in the Superior Court at 
Valparaiso, Ind., on Nov. 10, after he had had the evidence 
under consideration for seventy-five days. The application 
was made by minority stockholders, headed by Fred Raff, 
South Bend, representing 12,141 shares, par value of $25 
each. The suit to dissolve the merger alleged fraud, but 
Judge Tuthill decided the merger was legal and that there 
was no attempt at fraud. The filing of the suit was re- 
ferred to in the ELECTRIC RAILWAY JOURNAL of May 9, 1914. 


Kansas City Railway & Light Company, Kansas City, Mo. 


-—The committee representing the holders of the first lien 


refunding 5 per cent bonds of the Kansas City Railway 
& Light Company has arranged for payment at the New 
York Trust Company of the interest due on Nov. 15 on 
certificates of deposit as well as on the bonds. 


London & Lake Erie Railway & Transportation Company, 
London, Ont.—A new mortgage to the Fidelity Trust Com- 
pany, Ontario, dated Oct. 1, 1914, has been deposited in the 
office of the Secretary of State of Canada. This mortgage 
is the result of a recent vote by the stockholders authorizing 
an issue of mortgage bonds at $30,000 per mile upon the 
railway constructed and to be constructed. 


Mahoning & Shenango Railway & Light Company, 
Youngstown, Ohio.—The application of the Mahoning & 
Shenango Railway & Light Company, the Wheatland Street 
Railway, the Valley Street Railway and the Sharon & Wheat- 
land Street Railway for the approval of an agreement by 
which these companies are merged with the Mahoning & 
Shenango Railway & Light Company has been approved by 
the Public Service Commission of Pennsylvania. The 
merger is in accordance with the plan approved by the 
directors of the Mahoning & Shenango Railway & Light 
Company for unifying the corporate organization of the 
company, as referred to in detail in the ELECTRIC RAILWAY 
JOURNAL of Aug. 8, page 274. 

New York (N. Y.) Railways.—Alexander J. Hemphill, Ed- 
win S. Marston, Harry Bronner and Guy E. Tripp have is- 
sued a statement to the holders of the income bonds of the 
New York Railways defending the position of the directors 
of the company in its management of the property. The 
statement ends with the declaration that “if the bondholders 
prefer a less conservative course these directors will compla- 
cently leave it to others to assume the responsibility.” 

Northern Electric Railway, Chico, Cal.—Several meetings 
have been held by rival committees appointed by holders of 
underlying bonds of the Northern Electric Company and 
the junior bonds of the Northern Electric Railway. The 
indications are that the plan advanced by the Sloss interests 
for placing an issue of prior lien bonds ahead of the present 
outstanding first mortgage bonds will be rejected. Ru- 
dolph Spreckles, who represents $415,000 of the bonds, 
served formal notice on the Sloss trustees recently that 
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foreclosure proceedings would be instituted if they did not 
guarantee the interest and the sinking fund of the bonds 
and maintain the priority of lien as provided in the trust 
deed. 


Pacific Electric Railway, Los Angeles, Cal.—The Rail- 
road Commission of California has issued an order extend- 
ing to June 30, 1915, the effective date of a decision ren- 
dered April 8, 1913, in which the Pacific Electric Railway 
was authorized to issue $6,839,000 of refunding mortgage 
fifty-year gold bonds. 


Philadelphia Company, Pittsburgh, Pa.—The Philadelphia 
Company has sent out the following notice to stockholders, 
signed by C. J. Braun, Jr., secretary: ‘In order to avoid 
inconvenience and expense, both to yourself and to the 
company, we have arranged to obtain funds from an out- 
side source, with which to purchase its common stock divi- 
dend scrip issued on Nov. 2, 1914, to the holders of ten 
shares and under, provided the said scrip is rendered im- 
mediately.” ; 


Porto Rico Railways, Ltd., Toronto, Ont.—Concerning the 
recent passing of the quarterly dividend due on Oct. 1 by 
the Porto Rico Railways, as noted in the ELEcTRIC RAILWAY 
JOURNAL of Oct 10, the directors in a recent circular said 
that they had found it necessary for the present to devote 
surplus earnings toward the liquidation of expenditures on 
eapital accounts. During the spring and early summer 
Porto Rico passed through a severe business depression, 
caused partly by the abnormally low price of sugar and 
partly by the world-wide financial stringency, aggravated 
locally by protracted strikes in the tobacco industry. Con- 
ditions at the present, however, are steadily improving. 


San Francisco (Cal.) Municipal Railway.—The Board of 
Supervisors of San Francisco on Oct. 26 ordered that 
$315,000 of municipal railway bonds be placed on sale in 
the office of the city treasurer. This amount was made up 
of bonds of $500 denomination, amounting to $210,000, and 
bonds of $100 denomination, totaling $105,000. The price 
fixed was par and accrued interest. 


DIVIDENDS DECLARED 


Boston (Mass.) Suburban Electric Companies, quarterly, 
50 cents, preferred. 

Central Arkansas Railway & Light Corporation, Hot 
Springs, Ark., quarterly, 1% per cent, preferred. 

Columbus Railway & Light Company, Columbus, Ohio, 75 
cents. 

Pacific Gas & Electric Company, San Francisco, Cal., 
quarterly, 1% per cent, original preferred; quarterly, 1% 
per cent, first preferred. 


ELECTRIC RAILWAY MONTHLY EARNINGS 
ATLANTIC SHORE RAILWAY, SANFORD, MAINE 


f Gross Operating Net Fixed Net 
Period Earnings Expenses Harnings Charges Surplus 
1m.,Sept., ’14 $36,181 $25,081 $11,150 $631 $10,519 
ee #3 ath 33,077 24,992 8,085 654 7,431 


CLEVELAND, SOUTHWESTERN & COLUMBUS RAILWAY, 
CLEVELAND, OHIO. 


im., Sept., ‘14 $113,019 $64,739 $48,280 $32,545 $15,735 
1 5 713 114,659 66,363 48,296 32,329 15,967 
Ses cs 14 950,590 567,634 382,955 291,311 91,644 
gee re 13 939,427 561,884 377,542 284,463 93,079 


NORTHERN OHIO TRACTION & LIGHT COMPANY, 
AKRON, OHIO. 


1m., Sept., 14 $289,023 $169,220 $119,802 $60,312 $59,490 
16’ *"’. 943 "811,657 195,867 116,290 (66,532 49,758 
9% * 44 2.444698 1,471,086 973,662 524,078 449,584 
9“ “ 13 2728559 1,663,018 1,065,542 590,678 474,864 
REPUBLIC RAILWAY & LIGHT COMPANY, NEW YORK, N. Y. 
1m.,Sept., 14 $245,879 *$148,779 $97,099 $83,749 $13,350 
1«’" &" 973 "250,962  *152,349 98,613- 86,394 12,219 
12 “ ‘14 3,078,289 *1,857,742 1,220,547 1,006,024 214,528 
12. 18 2'937,714 *1,819,282 1,118,432 983,118 135,314 
‘TWIN CITY RAPID TRANSIT COMPANY, MINNEAPOLIS, 
MINN. 
1m.,Sept., 714 $805,454 $393,153 $412,302 $224,031 $188,271 
1’ 913 "787/891 . 387,351 400,539 230,765 169,774 
9 * 44 6,946,630 3,603,232 3,343,398 2,047,071 1,296,327 
9  “ 913 6,568,762 3,336,218 3,232,544 2,111,396 1,121,148 


*Includes taxes. 
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Traffic and Transportation 


CIVIL SERVICE EXAMINATION IN SAN FRANCISCO 


Questions Used in the San Francisco Examination for Pro- 
motion from Motormen and Conductors to Inspector, 
Municipal Railways 


As previously mentioned in the ELEcTRIC RAILWAY JOUR- 
NAL an examination for promotion in the Municipal Railway 
Service, Department of Public Works, from the ranks of 
motormen and conductors to the rank of inspector, Muni- 
cipal Railways, San Francisco, Cal., was held by the Civil 
Service Commission of that city on Oct. 31. The subjects 
of the examination and the relative weights of the subjects 
on a scale of 100 were: general knowledge of duties, 50; 
writing of reports, 25; arithmetic, 10; experience, 5; ascer- 
tained merit, 10. The subject “General Knowledge of Du- 
ties” included questions on the rules and regulations of the 
Municipal Railway Service, the location of the principal 
streets, parks, buildings and places of amusements in the 
city, the knowledge of transfer systems and time-tables, 
and questions relating to the general duties of motormen, 
conductors and inspectors, Municipal Railway Service. 
“Writing of Reports” was a test of the applicant’s ability 
to write correct reports upon subjects to be named by the 
Civil Service Commission. “Arithmetic” embraced addi- 
tion, subtraction, multiplication and division of whole num- 
bers, and common and decimal fractions. Under the head- 
ing “Experience” applicants were awarded credits for ex- 
perience had in street railway service in San Francisco as 
motormen, conductors or inspectors as follows: five years, 
100 credits; four years, 75; three years, 50. Experience of 
less than three years and fractions of years between three 
and five years was not rated. Under the heading “Ascer- 
tained Merit” applicants with a clean record for the period 
they have been in the employ of the city as motormen or 
conductors were awarded the maximum credit, 100. Appli- 
cants guilty of neglect of duty, breach of discipline or other 
offenses were penalized as, in the judgment of the Civil 
Service Commission, was warranted. Only persons in the 
employ of the city as motormen or conductors on Sept. 28, 
1914, were eligible as competitors. The questions which 
were asked and the credits allowed were as follows: 


First SupsEcT—“GENERAL KNOWLEDGE OF DUTIES.” 


Q. 1. Name four important duties of an inspector. 8 
credits. 

Q. 2. Name four important duties of a car dispatcher. 
4 credits. 

Q. 8. What are the rules regarding the issuance of 


transfers on the Geary Street line? 5 credits. 

Q. 4. What are the rules regarding rights-of-way at the 
various crossings on the municipal lines on Van Ness 
Avenue and Potrero Avenue? 5 credits. 

Q. 5. Name the streets in order as follows: (a) On the 
Geary Street line from Fillmore Street to Arguello Boule- 
vard; (b) Presidio and Ferries line from Van Ness Avenue 
to the Presidio. 20 credits. 

Q. 6. You are an inspector at Van Ness Avenue and a 
motorman of a car complains that his car acts badly and 
he does not know what is the matter. Name three points 
where you should first look for trouble. 6 credits. 

Q. 7. While you are acting as inspector at Fillmore and 
Geary Streets, a trolley wire breaks at Geary and Steiner 
Streets. State what you did. 5 credits. 

Q. 8. You are an inspector of the municipal railways 
detailed at the ferry. Travelers ask you for directions for 
reaching the places named below. Give best directions for 
reaching them by the street cars, preferring the municipal 
lines when they do not require the traveler to walk more 
than two blocks: Scottish Rite Auditorium; main entrance 
to exposition; Hamilton Square; temporary city hall; hall 
of justice; United States mint; United States custom house; 
Lane hospital; Southern Pacific Railway station; New city 
auditorium. State place at which you directed traveler to 
leave the car. 20 credits. 

Q. 9. An inspector is required to turn in a daily report. 
Name seven subject titles under which the rules of the 
Municipal Railway require the matters covered by such re- 
ports to be classified. 7 credits. 
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Q. 10. Assume that the running time, with lay-overs 
for round trip from the beach to the ferry is 99 minutesl 
equal time each way, and there are 22 cars to be operated 
on an even headway, the cars to be started at the beach, 
the first car leaving at 5:35 a.m. Make a schedule show- 
ing leaving time at beach and at ferry for first five runs 
up to about 10:50 a.m. 20 credits. 


SECOND SUBJECT—“WRITING OF REPORT’’* 


You were detailed as an inspector on the Geary Street 
line at Van Ness Avenue. A fire occurs at Van Ness Avenue 
and Geary Street and several lines of hose are run across 
the tracks. In your judgment the blockade will last more 
than one hour. Cars are operating .on a three-minute head- 
way on Geary Street and on a six-minute headway on Van 
Ness Avenue. Fifteen minutes after this fire occurs you 
are notified that a car has been derailed in the crossover at 
Van Ness Avenue and Bay Street. 

Write a report in not less than 100 words, addressed to 
the superintendent of the Municipal Railways, explaining 
the circumstances and telling what you did as an inspector. 
100 credits. 


*In this report make no personal references, and use only the 
address given you. Do not sign this report with your name, in- 
itials or address, or with any assumed name, initials or address. 
Any identification marks will exclude your entire examination 
papers. 


THIRD SuBJECT—“ARITHMETIC” 


Show all your work in full. No credit will be allowed for 
an answer without the work. 

Q. 1. You are an inspector detailed for one hour at the 
receiving desk at the carhouse. Five cars turn in their cash 
with record of full fares received as follows: car No. 1, 625 
fares; car No. 2, 783 fares; car No. 3, 596 fares; car No. 4, 
759 fares; car No. 5, 847 fares. On counting the cash you 
find car No. 3 15 cents short. How much cash was received? 
15 credits. 

Q. 2. The cash receipts of one day’s operation of the 
Geary Street line are $868.45. In addition transfers are re- 
ceived to the number of 6835. ‘What is the total number of 
passengers of both classes carried during the day? 15 
credits. 

Q. 8. The municipal railway carried the following pas- 
sengers in its first year: ; 


Full fare passenSers’s 2/2 cies eissnste eins cielo eon tree mena 8,882,996 
Half fare paSSENEVSis.a cis oiaeieiere dienes oaks tere rete eneie rae 49,035 
Revenue transfer. passengerse,. «sister eee cee 49,543 
Won-revehue transfer PaSSengersi... <.c vc1e ie -acie) ole ateleneraieral 631,363 
Non-revenue~ PASSENSErS! Eh. is, oss adoeteue ate = Renee haloes ener te 110,240 


What was the total number of passengers carried? 10 
credits. 

Q. 4. The total passenger car mileage for the first year - 
of operation of the municipal road was 1,300,868.65 miles. 
What was the average number of miles traveled daily? 
(Carry out only to two decimal places.) 20 eredits. 

Q. 5. The city lines received transfer and cash fares as 
follows: 5280 transfers from the Kearny Street line; 3890 
transfers from the Larkin Street line; 8520 transfers from 
the Divisadero Street line; 10,850 cash fares. The city re- 
ceived from the United Railroads 2 cents for each Kearny 
or Larkin Street transfer and 2% cents for each Divisadero 
Street transfer. What was the total amount in cash re- 
ceived by the city for the cash fares and said transfers. 
20 credits. 

Q. 6. What is the total amount of a payroll consisting 
of the following items? 178 motormen, each 212 hours at 
37% cents an hour; 172 conductors, each 219 hours at 37% 
cents an hour; 23 car repairers, each 244 hours at 42% 
cents an hour; 11 trackmen, each 198 hours at 37% cents 
an hour; 5 machinists, each 242 hours at 52 cents an hour. 
20 credits. 


REHEARING ASKED IN SOUTHERN PACIFIC RATE 
CASE 


The Southern Pacific Company has applied to the Railroad 
Commission of California for a rehearing of the transbay 
rate case in which the commission refused to allow the com- 
pany to raise its commutation rates between San Francisco 
and Oakland, Berkeley and Alameda, as noted in the 
ELECTRIC RAILWAY JOURNAL of Oct. 24, page 984. The ap- 
plication for rehearing is based upon the claim that the com- 
mission’s refusal to allow the company to raise its rates 
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is in violation of the constitution, in that it deprives the 
- company of property without due process of law. 

The company, in its application for rehearing, maintains 
that the commission has made no finding to show that the 
fair value of the railroad company’s properties devoted to 
suburban service is less than $26,553,667; that while the 
commission held that the company’s apportionment of its 
investment and expenses between main line and suburban 
service was erroneous, it failed to show wherein this ap- 
portionment was in error; that while the commission held 
that an increase in rates would confiscate or take away 
from the value of residence property in Alameda County, 
this was not a proper question for determination by the 
commission. 

The commission has not yet taken any action in regard 
to the company’s application, but has. issued an order ex- 
tending the effective date of its decision until the matter is 
finally determined. 


Lexington Arbitration Board Complete.——Charles G. 
Bagby, an attorney of Danville, Ky., has consented to act 
as arbitrator between the union trainmen and the Kentucky 
Traction & Terminal Company over the alleged unwar- 
ranted discharge of a motorman recently. 

Fare Increase Hearing Continued.—The Augusta-Aiken 
Railway & Electric Corporation, Augusta, Ga., has been 
authorized to file an amended petition in connection with its 
application to the Railroad Commission of South Carolina 
for permission to increase its fares and the hearings in the 
case will be continued. 

Hearing on Rochester Fares.—At Rochester on Nov. 18 
Commissioner Decker of the Public Service Commission of 
the Second District of New York was to hear the complaint 
of the city of Rochester against the New York State Rail- 
ways as to fares during rush hours, routing of certain cars 
and the State Street carhouse. 

Appeal in Middlesex & Boston Fare Case Probable.—It 
-is expected that the municipal authorities of Waltham, 
Mass., will appeal from the Public Service Commission’s 
decision granting 6-cent fares to the Middlesex & Boston 
Street Railway, by petitioning the Supreme Court of Massa- 
chusetts to set aside the finding of the board. 


Experimental Cross Seat Car in Toronto.—The Toronto 
(Ont.) Railway is equipping one of its widest cars with a 
center aisle 21 in. wide and cross seats for the inspection of 
the members of the Ontario Railway & Municipal Board, 
which has before it an application from the union of street 
railway men in Toronto for an order to abolish the steps 
along the side of the open cars. 

Incubus for Cleanliness on Passengers.—The Wichita 
Railroad & Light Company, Wichita, Kan., is seeking to 
arouse the public to recognition of the fact that their right 
to ride in clean cars is being violated by persons who 
expectorate on car floors or in window pockets. It is hoped 
by the company that under the pressure of adverse public 
sentiment these filthy practices will be discontinued. 

Winnipeg Rerouting.—The routing of the cars on the 
Winnipeg (Man.) Electric Railway, which was rearranged 
by the City Council’s traffic officer recently, is not generally 
approved and the matter has been taken up by the public 
utilities commissioner of Manitoba, who states that he will 
endeavor to arrange for the rerouting of the cars on the 
basis of the report presented early in the year by R. N. 
Feustel. 

Prepayment Service at Providence.—Prepayment car serv- 
ice will shortly be inaugurated on the Elmwood Avenue lines 
of the Rhode Island Company at Providence. According to 
the company’s franchise these cars cannot be operated on 
the prepayment plan until enough have been received from 
the manufacturers to equip the line on which they will be 
used. Upon the arrival of seven prepayment cars service 
will be begun on the Elmgrove-Reservoir line. 

Date Set for Fare Hearing.—Dec. 2 has been fixed by 
the Railroad Commission of South Carolina as the date 
for the hearing on the application of the Charleston-Isle 
of Palms Traction Company, Charleston, S. C., for permis- 
sion to increase the fare between Charleston and the Isle 
ef Palms from 30 cents to 40 cents. It was erroneously 
stated in the ELecTRIC RAILWAY JOURNAL of Oct. 24, page 
985, that the increase sought was from 25 cents to 40 cents. 
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Milwaukee Fare Zones Extended.—On Oct. 28 the Rail- 
road Commission of Wisconsin handed down a decision ex- 
tending the fare limits in two cases on the suburban lines 
of The Milwaukee Light, Heat & Traction Company. This 
change by the commission is generally regarded as in the 
nature of a concession in favor of the places affected by the 
increase in fares ordered on Jan. 2, 1914, and it involves no 
change by that body in the zone fare principle. The order 
was signed by two of the three commissioners. The com- 
pany does not believe that the order coming six days before 
the election had any political significance. 


Court Decision in Vermont Fair Case.—The Supreme 
Court of Vermont has handed down a decision in favor of 
the cities of Barre and Montpelier in their suits against the 
Barre & Montpelier Traction & Power Company in the 
matter of the proposed increase in street railway fares. 
The decision of the court, in short, holds that the fran- 
chise is a legal contract and that the railroad is obliged 
to maintain a fare not: to exceed 5 cents within the respec- 
tive limits of the cities in question and give transfers, so 
long as the franchise is in force. The pro forma degree 
is reversed and the cause is remanded with a mandate re- 
straining an increase in fares. 


Favorable Report on Springfield Service.—In a special 
report to the Board of Aldermen of Springfield, Mass., the 
committee on street railway service discusses the recent 
shortage of cars on the Springfield Street Railway, point 
ing out that the company will shortly place in service fif- 
teen new pay-as-you-enter cars of Wason make, and stating 
that the unprecedented severe weather of the late winter 
disabled many cars in the early spring and handicapped 
the company’s repair work. The report states that this 
caused congestion during the rush hours and made it diffi- 
cult for the company to clean its rolling stock according to 
schedule. Up to Nov. 1, 1914, 171 cars had been overhauled, 
painted and varnished and 163 motors repaired and over- 
hauled. Schedules have been revised, following consulta- 
tions with R. W. Reynolds, general manager, and extra serv- 
ice provided in the rush hours. 


Boston Transfers Approved.—The Massachusetts Public 
Service Commission has approved the establishment by the 
Boston Elevated Railway of free transfer privileges at Com- 
monwealth Avenue and Essex Street in the Brighton dis- 
trict between Commonwealth Avenue and Cambridge sur- 
face cars. The board has approved the establishment of 
additional free transfer facilities at the Boylston Street 
subway stations, permitting passengers boarding cars on 
the surface at or west of the Church Street subway en- 
trance to enter Copley Station and continue their trips west- 
ward in the subway, to leave the subway east-bound at Cop- 
ley Station and continue their trips upon Boylston Street in- 
bound surface cars, and to receive transfers to the Massa- 
chusetts subway station upon boarding west-bound surface 
cars after leaving Dartmouth Street. - This extension of 
the transfer system will facilitate travel to and from the 
Back Bay shopping district, and minimize the effect of the 
new subway in the withdrawal of patronage from business 
houses on the surface. 


Service Hearing in Toronto.—The Ontario Railway 
Board on Nov. 4 listened to the arguments of counsel for 
the city and the Toronto Railway in connection with the 
city’s application for increased service. Corporation Coun- 
sel Geary reviewed the evidence of overcrowding and 
placed considerable emphasis upon the report of Charles 
R. Barnes, the board’s expert, who recommended that a 
number of new cars be added; that cars be rerouted, and 
that crosstown lines be established... Mr. Geary insisted 
that the company could find capital for the extensions in 
spite of the war. H. S. Osler, counsel for the company, 
declared that it was unreasonable to expect the company 
to put 200 new cars in service and provide a seat for every 
passenger. He drew attention to the fact that Mr. Barnes 
had stated that had conditions at the time he made his 
investigation and report been the same as they are now 
he would not have recommended as he did. Mr. Osler felt 
that the board should recognize the fact that the company 
had succeeded in bringing the service to a point where 
little further need existed for improvement. At the con- 
clusion of the hearing D. M. McIntyre, the chairman, 
intimated that the board would not delay its decision. 
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Personal Mention 


Mr. R. R. Chestney has been appointed engineer of main- 
tenance of way of the Macon Railway & Light Company, 
Macon, Ga., to succeed Mr. C. H. Fuller. 

Mr. J. C. Boyd has been appointed engineer of the power 
station on the Galesburg & Kewannee Electric Railway, 
Kewannee, IIl., to succeed Mr. F. D. Marvin. 


Mr. C. C. West has been appointed superintendent of traf- 
fic of the Galesburg Railway, Lighting & Power Company, 
Galesburg, IIl., to succeed Mr. Edward H. Nelson. 

Mr. Ralph W. Purrington has been appointed superin- 
tendent of the Shelburne Falls & Colerain Street Railway, 
Shelburne Falls, Mass., to succeed Mr. Frank L. Reed. 


Mr. Martin A. Brown, who has been auditor of the Shel- 
burne Falls & Colerain Street Railway, Shelburne Falls, 
Mass., has been elected treasurer of the company to suc- 
ceed Mr. Frank L. Reed. 


Mr. L. A. Magraw, who has been chief engineer and elec- 
trical engineer of the Macon Railway & Light Company, 
Macon, Ga., has in addition been appointed general manager 
of the company, to succeed Mr. L. S. Bogg's, resigned. 


Mr. C. J. Davidson has been elected second vice-president 
of the Southern Illinois Railway & Power Company, Harris- 
burg, Ill., to succeed Mr. F. R. MeMullin. Mr. Davidson 
also acts as chief engineer and electrical engineer of the 
company. 

Mr. B. T. Longino, formerly superintendent of transpor- 
tation of the Tacoma Railway & Power Company, Tacoma, 
Wash., is now assisting in the transportation department 
and “safety first” campaign of the Jacksonville (Fla.) Trac- 
tion Company. 

Mr. W. E. Boileau, formerly general manager of the 
Chattanooga Railway & Light Company and the Lookout 
Mountain Railway, Chattanooga, Tenn., has been appointed 
general manager of the Scranton (Pa.) Railway, to succeed 
the late Frank Caum. 

Mr. G. W. Welsh has been appointed superintendent of 
power of the East St. Louis & Suburban Railway, with 
headquarters at East St. Louis, Ill. Mr. Welsh was for- 
merly assistant electrical engineer of the Southern Pacific 
Company, San Francisco, Cal. 

Mr. A. L. Kempster, manager of the Seattle division of 
the Puget Sound Traction, Light & Power Company, has 
been elected a life member of the Seattle Press Club. 
Nov. 19 has been fixed as the date on which Mr. Kempster 
will be presented with a silver life membership card. 


Mr. J. Vipond Davies, vice-president of Jacobs & Davies, 
Inc., consulting engineers, New York, on Nov. 3 was awarded 
the Telford gold medal by the Institution of Civil Engineers, 
London, England, for his paper, “Extensions of the Hudson 
River Tunnels of the Hudson & Manhattan Railroad.” 


Mr. Elmer E. Bernard, assistant city engineer of Lynch- 
burg, Va., has resigned and accepted a position with the 
Lynchburg Traction & Light Company and the Roanoke 
Railway & Electric Company, Roanoke, Va., as engineer of 
roadways. Mr. Bernard will make his headquarters in 
Lynchburg. 

Mr. C. L. Daugherty, who has been electrical engineer 
of the Great Northern Railway, with offices in St. Paul, 
Minn., has been appointed assistant general manager of the 
St. Petersburg & Gulf Railway and the St. Petersburg Light 
& Power Company, St. Petersburg, Fla., a newly created 
position with the companies. 

Mr. William B. McKinley, president of the Illinois Trac- 
tion System, Peoria, Ill., who was elected congressman on 
Nov. 3 from the eighteenth Illinois district, expects to leave 
Jan. 1 for an extended trip around Cape Horn, going by 
way of the Panama Canal and down the west coast of South 
America and returning by way of Argentine Republic and 
Brazil. 

Mr. Frank L. Reed has resigned as secretary, treasurer 
and superintendent of the Shelburne Falls & Colerain Street 
Railway, Shelburne Falls, Mass., but continues with the 
company as auditor and as a director. Mr. Reed will here- 
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after devote himself largely to the interests of the Monroe 
Bridge Paper Company, of which he has been elected treas- 
urer and general manager. (f 

Mr. Foster Hannaford, who has been assistant superin- 
tendent and operating engineer for the Galesburg Railway, 
Lighting & Power Company, Galesburg, Ill., has been ap- 
pointed acting general superintendent to succeed Mr. D. 
McAffee. Mr. Hannaford has also been appointed acting 
general superintendent of the Peoples’ Traction Company, 
Galesburg, to succeed Mr. McAffee. 

Lieut.-Col. Chester Harding, corps of engineers, U. S. 
Army, has severed his connections with the District of Co- 
lumbia to accept the detail as engineer of maintenance of 
the Panama Canal. He has been succeeded as a member of 
the Public Utilities Commission of the District of Columbia 
by Maj. Charles W. Kutz, corps of engineers, U. S. Army, 
who has been elected chairman of the commission to fill the 
unexpired term of Colonel Harding. 


Mr. W. C. Myers has been appointed assistant general 
superintendent of the East St. Louis & Suburban Railway, 
with headquarters in East St. Louis, Ill. In 1910 Mr. 
Myers was appointed superintendent of electric shops and 
equipment with jurisdiction over electric car inspections 
and maintenance during construction and operating periods 
on the Oakland, Alameda and Berkely line of the Southern 
Pacific Company, which was then being equipped with elec- 
tricity. Before that Mr. Myers was with the General 
Electric Company. 

Mr. Charles F. Hewitt, who was recently appointed gen- 
eral manager of the United Traction Company, Albany, 
N. Y., was tendered a complimentary dinner at the Claridge 
Hotel, New York, on the evening of Nov. 6. The committee 
in charge of the dinner consisted. of Mr. H. N. Ransom, 
Mr. E. S. Fassett, Mr. C. C. Castle and Mr. H. C. Evans. 
Fifteen or more of the two score present, including Mr. C. 
Loomis Allen, president of the American Electric Railway 
Association, and Mr. C. S. Sims, vice-president of the Dela- 
ware & Hudson Company, expressed-briefly their apprecia- 
tion of Mr. Hewitt’s past work and referred to the problems 
which he will be called upon to face in Albany. They ex- 
tended a hearty welcome to him and offered him the results 
of the experience of the electric railway men of the State 
of New York. In response, Mr. Hewitt outlined briefly his 
early experience in electric railway work in Elmira, Syra- 
cuse and elsewhere and stated that with the co-operation 
which was assured he felt that he was starting his new 
work under auspicious conditions. 


Mr. Peter E. Hurley has been appointed general mana- 
ger of the Trenton & Mercer County Traction Corporation, 
Trenton, N. J., to succeed Mr. William H. Hitchcock, re- 
signed. Mr. Hurley resigned as general manager of the 
corporation on Jan. 1, 1911, and since then has been en- 
gaged principally in the contracting business. He had 
previously served the Trenton Street Railway. Mr. Hur- 
ley is fifty years old. He was born in Monmouth County, 
N. J., where he worked on his father’s farm until he de- 
cided to locate in Trenton. His first job in that city was 
as driver of a stage, on what was known as Wayman’s 
Line, carrying passengers between the city hall in Tren- 
ton and Riverview Cemetery. He next got a position as 
driver on the horse car line operating between the Clinton 
Street Station and Prospect Street, Trenton, at that time 
the only line of its kind in the city. When the Center 
Street division was built Mr. Hurley, after having received 
several promotions, became superintendent and later was 
advanced to general manager. After serving several 
months with the new company he resigned to enter other 
business. 


Mr. W. H. Glenn, who has been vice-president and man- 
ager of railways of the Georgia Railway & Power Company, 
Atlanta, Ga., has surrendered that title for vice-president 
and operating manager, with widely increased duties which 
include not only the management of the railways but super- 
vision over generating stations, transmission lines and the 
distribution system. Mr. Glenn was manager of railways 
for the Georgia Railway & Electric Company when the 
property of that company was leased to the Georgia Rail- 
way & Power Company. He became connected with the 
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‘Mr.’ Kean was born on Dec. 4, 1852. 


“the New Jersey bar in 1877. 
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‘engineering department of one of the constituent companies 
-of the Georgia Railway & Electric Company after he was 


graduated from the Georgia School of Technology. Subse- 
quently he served for several years in the shops. He next 
served as purchasing agent of the company. Later he was 
appointed superintendent of track and roadway, and in that 
capacity he had charge of most of the reconstruction work 


‘which followed the formation of the Georgia Railway & 


Electric Company and worked out many of the problems 
incident to the changes in the physical property which fol- 
lowed the consolidation. Mr. Glenn was appointed general 
manager of the railway department of the Georgia Railway 
& Electric Company in January, 1908. 

Mr. W. H. McGrath, who succeeded Mr. A. W. Leonard on 
Nov. 1 as manager of the Puget Sound Traction, Light & 
Power Company, Seattle, Wash., and subsidiary companies 
on the election of the latter to the position of president, 


-has been connected with public service properties for the 


last fourteen years. After graduating from Harvard in 
1901 with an engineering degree, Mr. McGrath went with 
Stone & Webster and gained experience in every depart- 
ment of the Boston office work. In 1902 he was appointed 


electrical engineer for the company at Houghton, Mich., and 


became superintendent of the Houghton County Electric 
Light Company about 1903. In 1905 Mr. McGrath was made 
manager of Houghton County Traction Company and 
Houghton County Electric Light Company, both Stone & 
Webster properties. He served in this position until 1909, 
when he was transferred to Minneapolis as assistant to Mr. 


A. W. Leonard, at that time vice-president and manager of 
‘the Minneapolis General Electric Company. During some 


of the trying times of this company and until 1912, when 
Stone & Webster sold the property, which then was very 


‘successful, he held the position of assistant general man- 


ager at Minneapolis. In June, 1912, Mr. McGrath returned 
to Boston and took up expert work for Stone & Webster 
in connection with the examination, analysis and organiza- 


‘tion of new properties and for other interests, bankers, etc. 


In November, 1913, he was appointed assistant to the vice- 
president of the Puget Sound Traction, Light & Power Com- 
pany, Seattle, which position he held until Mr. Leonard’s 
‘election to the office of president. 


OBITUARY 
John Kean, formerly Senator from New Jersey, is dead. 
- He was educated at 
Yale and at the Columbia Law School, and was admitted to 
Mr. Kean never practiced 
law, but turned his attention to banking and manufacturing. 
‘He was at different times a director of: the Manhattan 


Trust Company, Chicago Junction Railways, Union Stock . 


Yards Company, Twin City Rapid Transit Company and the 
North Hudson County Railway, which is now included in 
the system of the Public Service Corporation of New 
‘Jersey. 

J. N. Akarman, of the Akarman Company, engineers and 
contractors, Atlantic City, N. J., is dead. Mr. Akarman 
was born on March 4, 1854. He began his railroad career 
in 1873 with the South Boston Railroad. In 1887 he became 
one of the subordinate officials of the Middlesex Railroad 
running between Boston and Charlestown, Mass. Six years 
later he became superintendent of the Charles River Street 
Railway. When the Charles River Street Railway was con- 
solidated with the Cambridge Railroad, Mr. Akarman re- 
signed to become general. superintendent of the railways in 
Worcester, Mass., owned by the Seeleys. He next assisted 
in building the Biddeford & Saco Railroad between Bidde- 
‘ford and Old Orchard Beach, Maine. After the completion 
of this road he accepted the position of general superin- 
tendent of the railways in Newark and Elizabeth, now in- 
cluded in the system of the Public Service Corporation of 
New Jersey. In 1892 he returned to Worcester as general 
‘manager of the Worcester Consolidated Street Railway, in 
which capacity he continued until 1901, when he was ap- 
‘pointed general manager of the Elizabeth, Plainfield & Cen- 
tral Jersey Railway. When the last mentioned property 
‘was absorbed by the Public Service Corporation he entered 
the service of that company, filling while with it the posi- 
tions of traffic superintendent, general passenger agent and 
Sot eupermtendent of the South Jersey division. 
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Construction News 


Constfantion News Notes are classified under each head- 
ing alphabetically by States. 

An asterisk (*) indicates a project not peeniouale re- 
ported. 


RECENT INCORPORATIONS 


*Edmonton Northwestern Radial Railway, Edmonton, Alta. 
—Application for a charter has been made by this company 
to the Alberta Legislature in Alberta to build an interurban 
railway, to be operated by any other power than steam, 
from Edmonton northwesterly to the Pembina River. Short, 
Woods, Biggar & Collison, Edmonton, Alta., are the solicit- 
ors for the applicants. 


FRANCHISES 


Los Angeles, Cal.—The Pacific Electric Railway has asked 
the Council for a three months’ extension of time on its 
franchise in which to build a second track on New Magnolia 
Avenue. It is expected that this company will soon ask for 
a franchise on Market Street. Bids will soon be awarded 
by the company for the construction of the extension to 
Corona. 


Los Angeles, Cal.—The Southern Pacific Company has 
received a franchise from the Council to extend its tracks 
over certain streets in Los Angeles. 


Los Angeles, Cal.—In response to the appeal of the Glen 
Alto Improvement Association the public utilities committee 
of the Council of Los Angeles has recommended the grant- 
ing of a franchise for an electric railway extension from 
North Broadway and Prichard Street through Schuetzen 
Park and the Hermon districts to the boundary limits of 
South Pasadena. The committee recommends that the 
Council offer the franchise for sale at once. [E. R. J., 
Oct. 24, 14.] 


Sausalito, Cal——Allen H. Vance has been authorized by 
the Railroad Commission to transfer to the Sausalito In- 
cline Street Railway a franchise authorizing the construc- 
tion of an incline railway over certain streets and private 
rights-of-way in Sausalito, and the latter company granted 
a certificate of public convenience and necessity to exercise 
rights thereunder. The company has been authorized to 
issue its preferred stock of the par value of $2,500 to Allen 
H. Vance and preferred or common stock of the par value 
of $15,500 to be sold at par for cash only, $500 of the 
proceeds thereof to be used in preparing plans of the pro- 
posed incline railway, the balance for securing rights-of- 
way and terminal grounds. [E. R. J., Oct. 17, ’14.] 


Atlanta, Ga—No further extension of time will be 
granted the Atlanta & Carolina Railroad to begin work on 
its proposed electric railway between Atlanta and Augusta. 
The electric railway committee of Council recently refused 
the request of the company that additional time be granted. 
The line was projected in 1907. Little actual construction 
work: has been done. 


Carbondale, Ill.—Plans are being made to soon ask the 
Council for a franchise to build an electric line in Carbon- 
dale. This is part of a plan to build a 12-mile interurban 
line between Carbondale and Murphysboro, Ill. 

New Bedford, Mass.—The Union Street Railway has re- 
ceived a franchise from the Council to extend its lines over 
certain streets in New Bedford. 

Pittsfield, Mass.—The Berkshire Street Railway has asked 
the Massachusetts Public Service Commission for an ex- 
tension of time in which to finish the construction and al- 


-terations of its lines in North Street and Wahconah Street 


in Pittsfield. 

Brantford, Ont.—The Brantford & Hamilton Electric Rail- 
way has asked the Canadian Parliament to extend the time 
within which the company may begin and complete the line 
authorized to be built from Langford to Galt. 


Montreal, Ont.—Mayor Martin proposes that the Council 
of Montreal shall give the Montreal Tramways Company 
an extension of franchise for twenty-two years, on condi- 
tion that the new franchise shall cover all the existing 
franchises with the various sections of the city which have 
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been annexed since the original franchise was granted. 
These are numerous, and some of them are for fifty years 
or more, while one is in perpetuity. The main franchise 
has eight years to run, so the extension advised by the 
Mayor is practically for thirty years. The company asked 
for a forty-year extension. The question will be considered 
by the Board of Control at an early date. 


Toronto, Ont.—A: motion of Comptroller Church that the 
Works Commission report on the extension of the civic lines 
in Toronto to North Toronto, Beaches, Ward Seven and 
Rosedale was carried by the comptrollers on Oct. 27. 


Three Rivers, Que.—The Three Rivers Traction Company 
has asked the Council for a franchise in Three Rivers. 


Knoxville, Tenn.—The Knoxville Railway & Light Com- 
pany has accepted a franchise from the Council for an ex- 
tension of its lines in Knoxville. The ties for the extension 
are already on hand and special steel work has been 
ordered. 


Nashville, Tenn.—The Nashville Traction Company has 
asked the Council for a franchise to extend its lines out 
Fifth Avenue to the north. The measure supplements an 
ordinance which gives the company privilege to extend its 
lines in North Nashville. 


Richmond, Va.—The Virginia Railway & Power Company 
has asked the Council for a thirty-year franchise to extend 
its lines in Richmond. 


TRACK AND ROADWAY 


Burlingame (Cal.) Railroad.—Work has been begun by 
this company surveying for the extension along the present 
route of storage-battery road from the station in Easton 
to Burlingame Hills. 


San Francisco (Cal.) Municipal Railway.—A branch to 
begin at Van Ness Avenue and Market Street and extend 
to Duboce Street, Castro Street, Fourteenth Street and 
Alpine Street to be constructed out of the $3,500,000 bond 
issue, and its future extension across Buena Vista Hill into 
the Pope tract, is advocated by the Fifteenth Street and 
Park Hill Improvément Association in San Francisco. 


Jacksonville (Fla.) Traction Company.—Plans are being 
made by this company to extend its lines in Jacksonville. 


Miami (Fla.) Traction Company.—Work has been begun 
by this company laying track on its line in Miami. Excava- 
tion at the bridge will be begun at once and the work car- 
ried westward. B. B. Tatum, Miami, president. [E. R. J., 
Oct. 31, °14.] 


Jacksonville & St. Augustine Public Service Corporation, 
St. Augustine, Fla.—This company has completed 6 miles 
of the interurban railway between Jacksonville and St. 
Augustine and will soon place it in operation. This 40-mile 
line will connect Jacksonville, South Jacksonville and St. 
Augustine. J. L. Crary, St. Augustine, is interested. 
[E. R. J., June 20, 714.] 


East St. Louis & Suburban Railway, East St. Louis, Il.— 
New tracks will be laid by this company on Main Street 
in East St. Louis in the spring, when its new office build- 
ing, which fronts on Main Street and Collinsville Avenue, 
will be completed. The offices of the company will be 
removed from Third Street and Broadway to the new 
building. 5 

Freeport Railway & Light Company, Freeport, [ll.—This 
company is ready to submit to the Council committee on 
electric railways the choice of three routes for the pro- 
posed extension of this railway in the southwest section of 
Freeport. 


Illinois Traction System, Peoria, Ill—The extension of 


the company’s line from Twelfth Street station south 
through St. Louis over the free bridge, to Belleville by way 
of the Southern Traction Company’s line and then to Ed- 
wardsville will follow the completion of the east approach 
of the bridge. The plan also contemplates an elevated 
structure from the Illinois end of the McKinley Bridge 
above Main Street in Venice and then along a privately 
owned right-of-way above Granville Street above the Ter- 
minal tracks at the north end of the Madison yard. This 
company has completed a new bridge at Mackinaw. The 
structure is built with concrete abutments and ballast decks 
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and has an 80-ft. span. 
$25,000. 

Springfield & Central Illinois Traction Company, Spring- 
field, Ill.—It is said that plans are being made to secure the 
renewals of all the franchises and other rights of this com- 
pany which expire on Jan. 1, 1915, the originals having been 
granted for a period of two years. At a meeting of the 
stockholders held recently at East St. Louis the following 
officers were elected: Isaac Smith, president; George W. 
White, vice-president, and A. C. Skilman, secretary. The 
same directors were re-elected. [E. R. J., July 19, ’713.] 

Aurora, Elgin & Chicago Railway, Wheaton, Ul—This 
company is asked to consider plans to build a loop line 
through the southeastern section of Elgin. 

‘Wabash & Rochester Electric Railway, Wabash, Ind.— 
No definite plans have been decided upon by this company 
as to when construction will be resumed on this proposed 
line to connect Columbia Park, Rochester and Lake Manato. 


Louisville (Ky.) Railway.—This company is asked to con- 
sider plans to extend its Walnut Street line, which ends in 
Parkland, out Catalpa Street and to Southern Avenue, 
thence to the State Fair Grounds. 

*Paris, Ky.—Business men in this section of the State 
are discussing a proposition to organize a company to pro- 
mote an electric interurban railway to extend from Paris 
to Carlisle and thence to Maysville. The Louisville & Nash- 
ville Railroad recently discontinued a number of passenger 
trains on its Maysville branch. 

*Mattawamkeag & Northern Railway, Bangor, Maine.— 
Interest has been revived in the plans to build a 4-mile 
line from the junction of the Medway and Houlton roads 
in Mattawamkeag and extending’ along the Medway road 
toward Medway and Molunkas as far as Mattaceunk Rips 
in the Penobscot River, where an extensive power develop- 
ment is proposed. The railway as originally planned was 
to extend from Mattawamkeag through Molunkas, Medway, 
East Millinocket to Millinocket, 22 miles. Charles W. 
Mullen, Bangor, is interested. : 

Quebec Extension Railway, Presque Isle, Maine.—Pre- 
liminary arrangements are being made by this company to 
begin work in the spring on this proposed electric and 
steam railway to connect Quebec, Charlesbourg, Lorette, 
Ste. Foye, Valcartier Military Camp, Cap Rouge and Beau- 
port. The electric power can be secured from the Shawini- 
gan Company, the Dorchester Electric Company or the 
Quebec Railway, Light, Heat & Power Company. Plans 
are being made to secure a subsidy of $6,000 per mile for 
the construction of the railway, from the federal govern- 
ment of Canada. The company is open for tenders for the 
construction of this line. Alleyn Taschereau, Quebec, solic- 
itor. .[E. Rid. Octii2 74m : 


Detroit (Mich.) United Railway.—This company has 
placed in operation its new Grand Belt division between 
Fort Street and Clark Avenue and Thirty-fourth Street and 
Warren Avenue in Detroit. 


St. Paul (Minn.) Street Railway.—This company has 
placed -in operation its new Western and South Robert 
Street line in St. Paul. 


St. Paul Southern Electric Railway, St. Paul, Minn.— 
This company has completed and will soon place in opera- 
tion the first section of its line between Hastings, Neb., 
and St. Paul, Minn. The line will enter the city of St. Paul 
over the tracks of the St. Paul City Railway. This line will 
eventually be extended to connect Cannon Falls, Red Wing, 
Frontenac, Lake City, Mankato, Inver Grove and Faribault. 


Battle Creek, Coldwater & Southern Railway, Battle 
Creek, Mich.—As soon as financial backing can be secured 
work will be begun by this company on the line between 
Battle Creek, Coldwater and Girard. The following offi- 
cers have been elected: T. A. Hilton, president; J. F. 
Thompkins, Girard, vice-president; E. F. Pangburne, secre- 
tary, and A. J. Dorrance, Coldwater, treasurer. 

Missoula (Mont.) Street Railway.—This company has 
been asked to extend its East Side line to the upper end of 
Parkside Addition, in Missoula, on the Rattlesnake Creek, 
a distance of about 1 mile. The company has intimated 
that the line will be built in the immediate future. 


Brooklyn, N. Y.—Bids are desired until Dec. 1 by Public 
Service Commission, First District, 154 Nassau Street, New 


The cost of the new bridge was 
{| 


2 ee 


miles of grading has been done. 
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York, N. Y., for reconstruction of part of Section No. 9-C-1 
of Route No. 9, a part of the Fourth Avenue subway in 
Brooklyn, which includes the installation of cross-overs and 
the partial reconstruction of the DeKalb Avenue station in 
Flatbush Avenue extension. 


New York State Railways, Rochester, N. Y.—Work has 
been begun by this company relaying its tracks and placing 
new ties on certain sections of Park Avenue in Rochester. 
This is done in connection with resurfacing the street by 
the city. The company will also pave its part of the 
street. 

Cleveland (Ohio) Railway.—This company is asked to 
consider plans for an extension through West Madison 
Avenue in Cleveland. 


Cleveland, Alliance & Mahoning Valley Railroad, Cleve- 
land, Ohio.—Surveys have been made, grading completed, 
poles set and plans are being made to soon begin the over- 
head work on this 7-mile line from Newton Falls to 
Leavittsburg. All material has been bought. C. R. 
Morley, 756 Hippodrome Avenue, Cleveland, president. 


Bartlesville (Okla.) Interurban Railway.—A. contract has 
been awarded by this company for the laying of concrete 
on the right-of-way of this railway on Wyandotte Avenue 
between Seventh Street and Fourth Street in Bartlesville. 
This is in anticipation of the paving which is to be begun 
at once. 


Ontario West Shore Railway, Goodrich, Ont.—Negotia- 
tions have been opened by Contractor Campbell, of Strath- 
roy, Ont., with the municipal authorities interested in this 
incompleted railway, with a view of something being done 
towards its completion. The contractor has agreed to sub- 
mit a proposition to the municipalities to complete the 
grading and to do the tracklaying. [E. R. J., May 16, ’14.] 


Dunnville, Wellandport & Beamsville Electric Railway, 
Wellandport, Ont.—This company has secured deeds for a 
considerable stretch of private right-of-way. About 12 
The Hydro-Electric Power 
Commission of Ontario has been going over the route from 
Dunnville to St. Catherines, in order to prepare a report, 
there being a proposition that the line be taken over and 
completed as part of the commission’s proposed system of 
interurban lines. J. A. Ross, Wellandport, president. 


Toronto, Ont.—On Oct. 24 the Ontario Railway Board, 
acting upon an application made by the city, gave formal 
approval to the construction of a civic car line along Bloor 
Street from Dundas to Quebec Avenue in Toronto. All 
that remains to be done is to secure from W. H. Hearst a 
formal assurance that when the House meets next session 
legislation will be put through validating the by-law the 
city proposes to pass to raise the money (some $150,000) 
to build the line. It is said that Works Commissioner Har- 
ris is already getting ready for construction. If delays are 
avoided it is expected the line will be ready for service next 
Spring. 

Metolius, Prineville & Eastern Railway, Prineville, Ore.— 
This company states that surveys have been completed, 
right-of-way secured, but no definite plans have yet been 
decided upon in regard to the construction of the 80-mile 
line to connect Metolius and Prineville. H. B. Scheel, 
Prineville, president. [E. R. J., April 25, ’14.] 

Seaside, Ore.—Preliminary steps have been taken to build 
an electric interurban line from Seaside to Astoria as the 
first link in a comprehensive coast system of electric lines. 
The City Council was asked to extend the time limit on a 
franchise through Seaside that is held now by O. W. Taylor. 
Prior to the presenting of the request to the Council, con- 
siderable work had been done by interested residents of 
Seaside and Astoria in securing data, and it is believed that 
practically all the necessary right-of-way can be had gratis 
and that at least part of the cost of the line can be secured 
in the immediate vicinity. 

Philadelphia (Pa.) Rapid Transit Company.—Plans are 
being made by this company to begin work in the spring 
on a new double-track crosstown line on Fifty-sixth Street 
in West Philadelphia. 

Pittsburgh, Harmony, Butler & New Castle Railway, 
Pittsburgh, Pa.—Plans are being considered by this com- 
pany for a line between Rochester and Beaver Falls. 
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Pittsburgh, Pa.—The Chamber of Commerce will propose 
to the City Council at the next meeting that it solve the 
subway question by the construction of a downtown loop 
and lease it to the Pittsburgh Railways Company. The 
plans have been worked out by the board of directors and 
will come before the Chamber of Commerce for final ap- 
proval at a meeting to be held within the next few days. 

*KI Paso, Tex.—A company is being organized to build 
an electric railway from the center of El Paso through the 
suburbs to Woodlawn addition, east of El Paso. A right- 
of-way on Tenth Street will soon be asked for. Thomas P. 
Ruddy, Kansas City, and other Kansas City capitalists are 
interested. 

Houston (Tex.) Electric Railway.—This company will 
soon double-track its lines on Fannin Street and on Travis 
Street in Houston. 

*Beaumont, Liberty & Houston Traction Company, Hous- 
ton, 'ex.—Surveys have been begun by this company for a 
line to connect Houston, Waco, Beaumont and Liberty. 
Offers of right-of-way and subsidies for the construction of 
the lines are being made by the land owners along the route. 
Edward Kennedy, president. 

Mexia,. Tex.—Preliminary arrangements are being made 
to build an electric railway in Mexia. The Commercial 
Club, Mexia, is interested. [E. R. J., Nov. 7, 714.] 

San Antonio (Tex.) Traction Company.—This company 
has placed in operation its new line on Commerce Street 
from Soledad Street to Alamo Street in San Antonio. 

Texas City (Tex.) Street Railway.—Work has been be- 
gun by this company on the 1-mile extension in Texas City 
to connect with the ferry lines between Texas City and Gal- 
veston. 

Tacoma (Wash.) Municipal Railway.—Bonds for this rail- 
way have been bought by the Tacoma banks and construc- 
tion work has been begun. 

West Virginia Traction & Electric Company, Wheeling, 
W. Va.—Plans are being made by this company for im- 
provements on the out-the-pike division of its line before the 
first of the year. 


SHOPS AND BUILDINGS 


Pacific Electric Railway, Los Angeles, Cal.—Work has 
been begun by this company on the construction of a new 
freight depot on F Street near Second Street in Los An- 
geles. 

Holyoke (Mass.) Street Railway.—This company has 
moved into its new carhouse on Canal Street and Bridge 
Street in Holyoke. The old carhouse will be used for stor- 
age purposes and for car painting. 

Minneapolis (Minn.) Street Railway.—This company has 
opened its new passenger station on Washington Avenue 
between Twenty-fourth Street and Twenty-sixth Street in 
Minneapolis. 

Ohio Electric Railway, Cincinnati, Ohio.—This company 
has transferred all business from its old station in North 
Park Place to the new station in East Main Street, between 
First Street and Second Street in Newark. 


POWER HOUSES AND SUBSTATIONS 


Laurel Light & Railway Company, Laurel, Miss.—New 
machinery is being installed by this company at its power 
house in Laurel. The new equipment consists of an addi- 
tional turbine of 1000-kw capacity, a new 3800-kw railway 
machine and other equipment. The cost is estimated to be 
about $20,000. 

Quebec Railway, Light & Power Company, Quebec, Que. 
—Plans are under consideration by this company for the 
development of additional power. The company has 
recently closed, or is now working on power contracts, 
aggregating 8000 hp. These include a contract for 2000 
hp. with the St. Malo workshops of the National Trans- 
continental Railway, and a contract for 3000 hp for the gov- 
ernment drydock at Levis. It was recently announced that 
a contract had been closed with the Ross rifle factory for an 
additional 600 hp. 

Cleburne (Tex.) Street Railway.—Plans are being con- 
sidered by this company to build a new power plant in 
Cleburne. 
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Manufactures and Supplies 


ROLLING STOCK 


Pacific Electric Railway, Los Angeles, Cal., noted in the 
ELECTRIC RAILWAY JOURNAL of Oct. 31, 1914, as expecting 
to purchase twenty-four all-steel cars, has ordered this 
equipment from the Pressed Steel Car Company. 


Boston (Mass.) Elevated Railway has issued specifications 
for 100 center-entrance trail cars for use in the new Boyl- 
ston Street subway. It is reported that the order for the 
cars will be placed early next week. 

Hocking-Sunday Creek Traction Company, Nelsonville, 
Ohio, noted in the ELEcTRIc RAILWAY JOURNAL of Oct. 31 
as expecting to purchase three new cars, has ordered three 
all-steel cars, 44 ft. 6 in. over all in length, for double-end 
operation and seating capacity of 48, from the Cincinnati 
Car Company. 

Charleston (S. C.) Consolidated Railway & Lighting 
Company, noted in the ELECTRIC RAILWAY JOURNAL of 
Oct. 10 as having ordered twelve all-steel city prepayment 
ears from the Cincinnati Car Company, has specified the 
following details for this equipment: 


Sealine CApAacltye ees. + 41 Headlights......Golden Glow 

Weight (car body only) Journal boxes.....Symington 
14,000 lb. Motors 

Length of body...28 ft. 6 in. 2 West. 323-V-2, outside 


Length over vestibule. .41 ft. hung 

Interior) trim .)onae cherry Paint 

ROOL Se te eee ee arch Flood & Conklin Sim- 
Underframe ..... composite plex system 

Ainsbrakes’ tier nce G.E. Registers ..... International 
Axles. a5 Midvale Steel Co. Sash fixtures.. National L. W. 
Bumpers. ik seerneee Hedley Seats .......... Brill Winner 
Cables s. cts,saicenie eee West. Seating material...... rattan 
OW Ol gas Wael ganas Type K Step treads....... Stanwood 
Couplers: tay Brill Trolley catchers........O. B. 
Curtain material...Pantasote Trolley base........... O. B. 
Destination signs..e..Hunter Trucks............ Brill 39-E 
Fenders: <i eeeeeee H. B. Varnish.....Flood & Conklin 
GOn@sien., cots see Dedenda Wheels..Southern Wheel Co. 


Hand brakes 
Brill, vertical wheel 


TRADE NOTES 


Eclectic Film Company has appointed Edward Auger as 
manager of its branches in place of Arthur S. Kane, re- 
signed. 

Power Specialty Company, New York, IN: .2Y237has, sre-= 
moved its Chicago office from the Peoples Gas Building to 
the Harris Trust Building. 

Edward C. Geither, formerly with the Ingersoll-Rand Com- 
pany, has become affiliated with the Elleon Company, 50 
Church Street, New York. Mr. Geither will have charge of 
the sale of the E. M. B. unbreakable resistance, on which 
this company has recently secured American rights. 

Graphite Lubricating Company, Bound Brook, N. J., has 
made a change in its “Bound Brook” bushing to give ‘its 
customers positive proof that they are buying the genuine 
article. All they will have to do to convince themselves is 
to saw one bushing in two and the words “Bound Brook” 
will appear on the inside of the bushing. 


Garrett B. James, of the engineering staff of the Under- 
writers’ Laboratories, has been appointed by Secretary 
Lane of the Department of the Interior as consulting engi- 
neer in the bureau of mines, to carry on an investigation 
on the subject of oil fires. Mr. James has been granted a 
three-months leave of absence from the laboratories. 


Walter A. Zelnicker Supply Company, St. Louis, Mo., 
has appointed ‘Ralph H. Wilson as advertising manager. 
Mr. Wilson has been with this company about two years, 
first as assistant to A. R. Topping and later representing 
the company in the Southeast. Mr. Wilson’s position as 
southwestern representative will be filled by E. F. Prichard, 
formerly auditor of the St. Louis Car Company. 

Waddell & Harrington, Kansas City, Mo., consulting engi- 
neers, announce the dissolution of their firm. The firm’s 
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business will be conducted as usual until the conclusion pf 
its affairs in July, 1915, except that it is accepting no new 
commissions. Dr. Waddell will give his attention to special 
engineering and financial matters and to important advisory 
work. Mr. Harrington will be joined by the firm’s associate 
engineers, E. E. Howard and Louis R. Ash, in the establish- 
ment of the firm of Harrington, Howard & Ash. This new 
firm will conduct a general consulting practice similar to 
their past work, including hydroelectric developments, ad- 
visory municipal engineering, appraisals, examinations and 
reports upon engineering projects, giving special attention 
to foundations, bridges, particularly movable spans, and 
other structures in steel and reinforced concrete. 


ADVERTISING LITERATURE 


Dielectric Manufacturing Company, St. Louis, Mo., has 
issued a folder which describes standard specifications for 
using its “Steeltred” concrete floor hardener. 


George T. Ladd Company, Pittsburgh, Pa., has issued Bul- 
letin No. 16 which contains colored sectional illustrations ot 
the Milne water-tube boiler. 


Western Eleetric Company, New York, N. Y., has isened 
a new bulletin describing its switchboards. The bulletin 
is written in Spanish and is intended for use in Central 
and South American trade. 


Wright Manufacturing Company, Lisbon, Ohio, has is- 
sued a catalog describing and illustrating its high-speed 
steel hoists, screw hoists, differential chain blocks, steel 
trolleys and hand traveling cranes. 


Drew Electric & Manufacturing Company, Indianapolis, 
Ind., has issued. a folder entitled “The Best Way to Prevent 
Boarding and Alighting Accidents,” which describes and il- 
lustrates its motorman’s’ safety mirrors for open and closed 
cars. 


General Devices & Fittings Company, Chicago, IIl., has 
issued a folder illustrating its various high and low tension 
station devices, such as busbar supports, malleable iron fit- 
tings, insulator pins, clamp type supports, contact fittings 
and low tension switches, ciScORBRCHIE switches. pnd miscel- 


laneous fittings. 


General Electric Company, Schenectady, N. Y., has issued 
Bulletin No. 44,300, which illustrates. and describes some 
of the gas-electric motor cars and locomotives built by this 
company. These cars and locomotives are adapted for 
branch line service on steam roads and also for interurban 
service. The prime mover is a gas engine direct connected 
to an electric generator which supplies current to the 
motor mounted on the axles of the front truck. The con- 
troller contains the necessary handles for regulating . the 
generator voltage, controlling the motors and for throttling 
the engine and reversing the motors. The power equip- 
ment is described in considerable detail in the bulletin, and 
average cost of operation of the standard car is given in 
addition to other data relative to weights, dimensions, etc. 
A very attractive and profusely illustrated bulletin which 
contains a discussion of modern electric railway apparatus 
has also been issued by this company. The bulletin is con- 
tained in a colored. cover of artistic design, and describes 
briefly the Curtis steam turbine for railway service, railway 
generators, transformers, switchboards, synchronous con- 
verters, motor-generator sets, ventilated railway motors, 
electric locomotives, and contains illustrations of the GE 
locomotives in use at the locks of the Panama Canal. The 
number of the bulletin is 44,003. Bulletins Nos. 44,403 and 
44,405, also just issued, describe this company’s ventilated 
commutating- pole railway motors for 600 and 600-1200-volt 
service. Bulletin No. 44403 is devoted to the GE-222-G rail- 
way motor, which has a rated output of 140 hp at 600 volts, 
and, having modified windings, can be supplied for opera- 
tion with two in series on 1200 volts, at which voltage the 
rating is 130 hp. Bulletin No. 44405 describes the GH-233-A 
motor for operating’ two in series on 1200 volts. This has 
an hourly rating of 75 hp. Both motors are described in 
considerable detail, and each bulletin contains characteristic 
curves of the motors. Bulletin No. 46,018 describes the 
Type P-8 portable voltmeter. This is an unusually small in- © 
strument inclosed in a mahogany case and suitable for use 
on both alternating and direct current. 


hand brake should wind quickly with the least effort, take up the 
minimum of space and have few parts. After the motorman has 
. thrown the wheel over to take up the slack chain, the spring ratchet of 
the Brill Vertical Wheel Hand Brake enables him to work the wheel over 
and back in short turns without letting g0 his hold and thereby use his 
strength to best advantage. From the vestibule panel over the handle is 
12 inches. As for few parts, the two parts of the ratchet, the spring and 
the two bevelled gears are all that are within the case. You will find 
each part shown separately in the Brill Car Parts Catalog No. 201; also 
the staff parts and the Brill Slack Adjuster. 
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Less Cost 
For Power 


All railway men are striving to reduce the power required to pro- 
pel their rolling stock to a minimum. 


Lighter weight equipment is one of the most important develop- — 
ments of recent years to accomplish this end. i 


The illustration shows the up-to-date CP-27-B compressor with 
its THREE-POINT SUSPENSION. This method of suspension | 
reduces the total weight of compressor and suspension 18%. ; 


The CP-27-B has all of the advantages of the well-known CP-27- 
A, such as reliability, low maintenance, freedom from noise, vibra- ; 
tion, etc., in addition to the marked reduction in weight. 


The CP-27-B complete, with its three-point suspension, weighs _ 
less than any other compressor of its service capacity on the market. | 


General Electric Company 
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